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RATE REGULATION 

We are publishing elsewhere an interesting com- 
munication from Chairman Esch, of the Interstate 
Commerce Commission, to the Railway Business Asso- 
ciation in response to a request from the latter for certain 
information. In his discussion of revenues of the carriers 
in connection with present rate levels, it seems to us 
that Mr. Esch is rather disingenuous. He points out that, 
though the Cémmission is charged by law with the duty 
of initiating rates that will yield a fair return, the prin- 
cipal burden of preparing data for the Commission to 
enable it to carry out this duty rests on the carriers, and, 
though they are free to file petitions with the Commis- 
sion for investigations of present rate levels, the only 
ones who have seen fit to present such a petition since 
1922 are those in the western district. 

Mr. Esch is quite correct, of course, but the obvious 
reply to his remark is that, if the western carriers, whose 
net revenue since the enactment of the transportation act 
of 1920 has been lower than that of the carriers in any 
other of the groups set up by the Commission, could not 
get either the small advance in rates they asked or any 
encouragement from the Commission as to how they 
might proceed to get it, then it would be of small use for 
any of the other groups of carriers to file similar peti- 
tions. Our own feeling is that the carriers ought to 
continue to fight, even to the extent of taking their case 
into the courts, but, if they do not choose to do that, 
the Commission cannot hide behind their lack of aggres- 


siveness. So far as the Commission is concerned, the 


carriers have done all that is necessary, and more, when 
they ask for that to which they think they are entitled. 
It is, of course, up to the carriers to furnish data to the 
Commission, but it is up to the Commission, as we view 
it, to ask for that data and to proceed to put rates at a 
level that will produce the revenue the Commission itself 
has said was adequate and fair. 


We think also that Chairman Esch is not entirely 
frank in what he says as to the law instructing the Com- 
mission to make rates that will produce an adequate 
return. It does, indeed, do that, but it does more. It 
instructs the Commission to determine what is an ade- 
quate return on the basis of valuation and to make rates 
that, as nearly as may be, will produce that return. It 
has found five and three-quarters per cent to be the 
adequate return, but it has not fixed rates that will 
produce that return. It has even refused in the west 
when the carriers have formally asked it to do so. In 
view of this fact, talk from the Commission about the 
prosperous condition of the carriers is beside the mark. 
If the Commission really thinks the rate of return the 
carriers are now earning is adequate, it should so find 
and fix a percentage less than five and three-quarters. 
In this, as in many other important matters, complica- 
tions and misunderstandings arise through lack of frank- 
ness and courage in meeting vital questions. 


APPOINTMENTS TO COMMISSION 

With the resignation of Commissioner Hall to be 
expected at any moment, and the expiration of the pres- 
ent term of Chairman Esch, December 31, 1927, a cer- 
tainty, it seems to us that something definite should be 
done to insure, if possible, the selection of able, qualified 
men as commissioners. We hope that Chairman Esch 
will be reappointed and the nomination confirmed by the 
Senate. It would be extremely unfortunate if two expe- 
rienced members should leave the Commission at the 
same time, and the right kind of men were not appointed 
to take their places. 

The Chicago Association of Commerce took a step 
in the right direction this week when it sent a delegation 
to thé White House to recommend that the President, in 
filling vacancies on the Commission, appoint men with 
judicial temperament and broad national viewpoint and 
not take into consideration, as a controlling factor, 
whether or not they were from this or that part of the 
country. The delegation might have gone a little fur- 
ther and suggested that men of experience in the subject 
with which they would have to deal be appointed. 
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Export, Import, and Inter-coastal 
Shipments Routed ViaG.M.&N. 
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are Expeditiously Handled . 





Steamship Lines 
at MOBILE 


Aluminum Line 


American & Cuban S.S. Lines, Inc. 


French Line 

Gulf-Brazil-River Plate Line 
Gulf-Pacific Line 

Harrison Line 

Isthmian S.S. Line 

Leyland Line 

Luckenbach Line 

Maclay S.S. Line 

Mallory Line—E. E. Quincy, Agt. 
Mobile-Miami & Gulf S.S. Co. 
Mobile Oceanic Line 

Munson S.S. Line 

Nervion Line 

Odero Line 

Porto Rico Line 

Redwood Line 

Tampa-Inter Ocean S.S. Co. 
Transmarine Lines 

United Fruit Company 





Mobile is served by twenty-one steamship 
lines, connecting with all parts of the world. 
Double tracks on all piers permit of cars 
being brought immediately alongside of 
steamers for loading and discharge. The 
G. M. & N. have their own lighterage system 
for handling of shipments to vessels lying 
in mid-stream. Delivery to ship on day of 
arrival. 


Preferred attention is given Export, Im- 
port and Inter-Coastal traffic by G. M. & N. 
—“The Road of Service.” 


J. A. JACKSON, Freight Traf. Mgr. 
Mobile, Alabama 


Gulf,Mobile & 
Northern Railroad 
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At this particular time, however, with Commissioner 
Hall winding up his service with the Commission, we 
think the President might be urged to fill that vacancy, 
when it occurs, by the appointment of one of the able 
members of the Commission’s staff. There are a number 
of men in the employ of the Commission fitted to carry 
on the work of Commissioner Hall. In view of the fact 
that the commissioner is a Democrat and that there are 
now six Republicans on the Commission, a Democrat 
will be appointed as his successor. The law provides 
that not more than six commissioners shall be appointed 
from the same political party. The President could ap- 
point, for example, as a successor to Mr. Hall, P. J. Far- 
rell, chief counsel of the Commission, or Charles D. Ma- 
haffie, director of the bureau of finance of the Commis- 
sion, both Democrats. And there are others on the Com- 
mission’s staff who are qualified to serve as commis- 
sioners. 

Such an appointment would signify appreciation of 
the fact that vacancies on the Commission should not be 
filled with a view to paying political debts or satisfying 
a particular section of the country desiring “representa- 
tion” on the Commission. It would also give encourage- 
ment to Commission employes. Some of the former able 
members of the Commission’s staff might not have left 
the service of the government if they had thought they 
might, at some time, be appointed as commissioners. 
There are men in the employ of the Commission who are 
entitled to appointment as commissioners in recognition 
of their services. 

At any rate, there is no excuse for the sentiment, 
emanating from the White House, that there is difficulty 
in finding the right kind of men for appointment. It 
may be difficult to find the right kind of men who will, 
at the same time, satisfy the politicians demanding the 
patronage, but, aside from that political phase, it would 
not be hard for anyone acquainted with the situation to 
appoint a capable Commission, on an hour’s notice, com- 
posed of men who were not only equipped for the work 
but who would accept theeappointments. 


ORGANIZED INCONSISTENCY 

How common it is for men who favor, or think they 
favor, this or that principle, to depart from it when their 
own interests are affected is illustrated by an editorial 
in a recent issue of Chicago Shipper, organ of the Chicago 
Shippers’ Conference Association, and an article in the 
same issue by J. P. Haynes, traffic director of the Chi- 
cago Association of Commerce, both advocating further 
extension of the government barge line operations on the 
Mississippi River, Mr. Haynes for no particular reason 
except that shippers are demanding greater facilities, and 
the editorial on the ground that the barge line offers 
midwest shippers a means of overcoming the advantage 
given to intercoastal shippers through the Panama Canal. 
We make this statement because we have no doubt that 
Mr. Haynes and at least most of the other men in the 
Chicago Shippers’ Conference are opposed to govern- 
ment in business and to government ownership or opera- 
tion of transportation facilities, and that many of them 
have said so repeatedly and emphatically, both as indi- 
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viduals and through organizations to which they belong. 
They make an exception, in the case of the barge line, 
however, because the barge line offers them a chance 
for profit. They probably do not even see the incon- 
sistency of their attitude nor to what it would lead if 
universally adopted. 

There is, of course, a certain sympathy for the efforts 
of those who are oppressed by the effects of the Panama 
Canal to counteract that oppression, and a certain 
specious justice in saying to the government that, since 
it has done something for eastern business men in mak- 
ing possible low freight rates to the Pacific coast, it 
should_do something for the midwest, which has suffered 
in consequence. But no wiser thing has ever been said 
than that two wrongs do not make a right. If the 
Panama Canal affords an unfair advantage to eastern 
shippers in reaching the Pacific coast with their goods 
—as it does—and if midwestern shippers are entitled to 
relief—as they are—let them go about the matter in an 
effort, not to increase and perpetuate this artificial gov- 
ernment stimulus to business in certain localities, but to 
remove the cause of the discrimination or to demand 
some legitimate means of meeting it without violating 
the sound principle of private ownership and operation 
of transportation agencies in which most of us believe 
and to which we are committed. 

Of course, we cannot remove the Panama Canal, 
and we should not wish to do so. But it was built for 
two purposes—national defense and facility of com- 
munication commercially between the two coasts of our 
country. Part of its cost is allocated to national defense 
and part to commerce. If the division is not as it should 
be, it should be corrected. If tolls through the canal are 
not sufficient to place rail and intercoastal water rates 
on a fairly competitive basis, the tolls should be revised. 
Another way to remove the discrimination is by permit- 
ting the railroads to make the fourth section transconti- 
nental rates they are willing and anxious to make. Of 
course, the latter has been tried without much success, 
but the case is not hopeless. Revision of canal tolls has 
never been demanded, that we know of. Either of these 
plans is more logical and easier of accomplishment (if 
we stick to correct principles) than the barge line scheme 
and the plan for a deep waterway from the Great Lakes 
to the Gulf. Why not fight it out on that line instead 
of flying to an alternative that, however much it might 
aid the middle west in competition with the east, helped 
by the Panama Canal, is still in violation of sane prin- 
ciples of government? At least, if we are in favor of the 
barge line policy, let us refrain from speaking of it 
longer, as the editorial referred to speaks of it, as not a 
permanent policy, or, as Mr. Haynes speaks of the pro- 
posed extension of service, as a means of demonstrating 
practical use “to the end of private interests taking over 
the service.” If it is not permanent it will not avail, for 
the Panama Canal is permanent, and the barge line 
has existed long enough to demonstrate to private 
capital, if the thing is demonstrable, that the business 
is profitable. And let us also quit talking about private 
ownership and operation being the settled policy of the 
government toward public utilities, especially transpor- 
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tation utilities. Are we in favor merely of private opera- 
tion of our railroads, but government operation of other 
transportation agencies, or any other kind of operation 
of them that will get us what we happen to want in our 
own neck of the woods? Consistency is a jewel not 
often found in individual conduct, but when men an- 
nounce their views through great organizations and 
attempt to guide statesmen and influence legislation by 
what they say, they should be somewhat more careful, 
else what they say will never be considered’ of much 
consequence. 

It is no more logical for one who believes, generally 
speaking, and with specific reference to the railroads, in 
private ownership and operation, but who advocates gov- 
ernment ownership and operation of competing agencies, 
or government expenditure without return in putting 
them into operation, than it is for one who believes in 
the Constitution, generally speaking, and with specific 
reference to the other fellow, to justify its violation when 
it interferes with something he wishes to do; or for 
the person who believes in law enforcement—for the 
other fellow—to justify his own misdeeds when he 
patronizes a boot-legger or drives his automobile in 
excess of the speed limit; or for one who preaches 
morality and sobriety—for the other fellow—to be guilty 
of excesses himself. These inconsistencies in individuals 
can be understood and dealt with as evidences of human 
weakness; but in organizations that set themselves up 
as guides they mean chaos. 


COMMISSION APPOINTMENTS 


The Trafic World Washington Bureau 


An appeal to President Coolidge to fill vacancies on the 
Commission with men qualified to act as commissioners was 
made November 7 by a delegation of Chicago business men 
headed by William R. Dawes, president of the Chicago Associa- 
tion of Commerce, and vice-president of the Central Trust Com- 
pany of Illinois. Others in the delegation that called on the 
President were John T. Pirie, of the Carson-Pirie-Scott Company; 
H. B. Utley, vice-president of the International Harvester Com- 
pany; Floyd Clinch, wholesale coal operator; V. L. Alward, 
president of the American Furniture Mart, and J. P. Haynes, 
director of traffic of the Chicago Association of Commerce. 


The President was urged to fill vacancies on the Commis- 
sion by the appointment of men who would perform their duties 
with a broad national viewpoint rather than with a sectional 
viewpoint. It was also urged that a man appointed to the Com- 
mission should have a judicial temperament. In the course of 
the call on the President, members of the delegation spoke 
favorably of Commissioner Esch, whose term will expire De- 
cember 31, and of Commissioner Brainerd, who was appointed 
to the Commission last February. 

The conference with the President lasted thirty minutes. 
The delegation did not recommend the appointment of any par- 
ticular person, but impressed on the President that the shipping 
public was vitally interested in the appointment of qualified 
men. Members of the delegation obtained the impression that 
the President appreciated the importance of the work of the 
Commission and of the desirability of having qualified men to 
do the work. 

With reference to the visit of members of the Chicago Asso- 
ciation of Commerce, it was said at the White House, November 
8, that President Coolidge, by the recommendations made by 
the delegation as to appointments to the Commission, was forti- 
fied in his conviction as to the necessity of obtaining the best 
possible talent, as could be, to serve on the Commission. The 
President was said to feel that everyone was in agreement on 
that point. The difficulty, it was said, that was always encoun- 
tered was in finding men to fit the specifications. 

Senator Trammell of Florida has submitted the name of 
Frank Clark, formerly a representative in Congress, and Sena- 
tor Kendrick of Wyoming has submitted the name of David J. 
Howell of Cheyenne, Wyo., to President Coolidge for considera- 
tion in filling vacancies on the Commission. 

Senator King of Utah has recommended to President Cool- 


Vol. XL, No. 20 


idge Milton H. Welling of Fielding, Utah, formerly a member of 
Congress, for appointment to the Commission. 

John F. Shaughnessy, chairman of the Nevada public sery- 
ice commission, has been recommended to President Coolidge 
by Senator Oddie, of Nevada, for appointment to the Commis. 
sion if and when a vacancy occurs through resignation of Com. 
missioner Hall. The names of Clarence F. Gilmore, chairman 
of the Texas Railroad Commission; Amos A. Betts, of the 
Arizona Corporation Commission, and Otto Bock, chairman of 
the Colorado public utilities commission, have also been sub- 
mitted to the President for consideration in connection with 
the expected vacancy. 

Commissioners Hall and Meyer, of the Commission, con. 
ferred with President Coolidge, November 10. They had been 
invited to come to the White House. Commissioner Hall’s ap- 
pointment was for 10:45 a. m., and Commissioner Meyer’s for 
11:45 a. m. Mr. Hall had just left the White House when Mr. 
Meyer came in. Each of the commissioners declined to say what 
subjects had been discussed. 

Interrogated as to his plans with respect to resigning from 
the Commission, Mr. Hall stated that he had not resigned and 
that the situation was the same that it had been—that he 
planned to resign, but that just when he would do so had not 
been determined. He explained that he did not wish to quit in 
such a way that would throw added burdens on the other mem- 
bers of the Commission. 

Although the commissioners would not throw any light on 
their calls at the White House, the supposition was that the 
President desired information as to the Commission’s work that 
would be of aid to him in connection with making appointments 
to the Commission. 


RATES AND FARMER RELIEF 
The Traffic World Washington Bureau 


About 10 per cent of the farmer’s troubles are due to excess 
charges for transportation, according to Senator Brookhart, of 
Iowa, who has issued a statement on behalf of the small group 
of “progressive” Republican senators that has been holding 
meetings with a view to solving, among other things, the agri- 
cultural problem. The group includes Senators Nye and Fra- 
zier, of North Dakota; Norris, of Nebraska; and Borah, of 
Idaho. 

Senator Brookhart said the farm problem could not be 
solved by the mere enactment of a farm bill. He said the dis- 
crimination against the farmer in the matter of freight charges 
would have to be removed by a railroad bill “to consolidate the 
railroads by condemnation of their stocks and bonds, and to 
provide for their operation in a little private corporation, earn- 
ings of which shall be fixed by law, and with the power in 
Congress to recapture the stock at par.” 

Referring to the competition of the farmer in the United 
States with the farmer of Canada, in the marketing of wheat, 
Senator Brookhart said the former was at a disadvantage. He 
said the farmer in the United States was compelled to pay a 
transportation tax of 15 cents a bushel on wheat to the railroads 
in the United States “for their so-called efficient private man- 
agement, from which the Canadian farmer is relieved by the 
government-operated roads in his country.” 

Senator Brookhart incorperated in his statement views 
heretofore expressed by him with respect to valuation of the 
railroads in the United States, their capitalization, watered 
stock and federal control of railroads. He said government 
operation of the railroads in the war period was a success in 
comparison with private operation. He referred to “graft and 
inefficiency of private operation.” : 

The railroads, said the senator, paid about 4% per cent 
interest on their bonds “and under the law they get a return 
of 5% per cent upon this capital investment, and this amounts 
to a bonus of about $100,000,000 a year.” 

“The Canadians have pointed us the way, and it is a suc- 
cess without a question of doubt,” said he. 





SUSPENDED TARIFF. 


In I. and S. No. 3002, the Commission has suspended from 
November 7 until June 7 schedules as published in Agent J. E. 
Johanson’s tariffs I. C. C. No. 1994, and supplement No. 9 to 
I. C. C. No. 1940. The suspended schedules propose to increase 
rates on live stock between points in New Mexico on the South- 
ern Pacific Lines east of Deming, N. M., on the one hand, and 
points in southwestern territory, on the other, for hauls of not 
more than 600 miles. Also to provide for non-application of 
rates to or from points on the Missouri Pacific System Lines 


when in connection with the Texas & New Orleans Railroad. 
The following is illustrative: 


Beef cattle, calves, hogs, sheep and goats, carloads, rates in cents 
per 100 pounds: 
—Single Line Haul— 


—Joint Line Haul— 
Present 


I distance Proposed Present Proposed 
25 10% 11% 14 15% 
100 17% 21 21 25 
250 30% 33 34 36% 
600 491% 50 49% 50 
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Current Topics 


in Washington 





Has the Idol Feet of Clay?—A few years ago men about the 
Commission unwilling to subscribe to the proposition that rail- 
road managements were composed of men inferior to fellow 
citizens engaged in other lines of business, had a hard time try- 
ing to drown out the chorus of adulation that ascended around 
Henry Ford, the then new owner of the Detroit, Toledo and 
Ironton. Now, however, they have some figures they believe 
back up their proposition that the Detroit, Toledo and Ironton 
showed prosperity, not because of superiority of management 
on the part of the Ford organization, but because the controlled 
Ford tonnage was large enough to put the flush of health into 
the cheeks of that road. Since the Ford plants have been shut 
down the revenues and net railway operating income of the 
Detroit, Toledo and Ironton have slipped backward so far that 
in June and July the net was put down in red figures. None 
of those who refused to believe Ford management would “show 
up” the managements of other roads, at the time Ford took over 
the D. T. & I., said much about what the Commission had said 
about big industries that provided themselves with common 
carrier adjuncts to the effect that such adjuncts were devices 
for obtaining divisions that smacked of rebates to the propri- 
etary interest. They are not saying much now because they 
recognize that there are many people dependent on the Ford 
road for common carrier service and that those people are 
better served now than before the Ford family acquired the 
D. T. and I. However, they cannot help wondering how much 
that road would be permitted to earn before the Commission 
raised the question as to whether some of the divisions did not 
amount to a concession. Were that road as prosperous as the 
Brimstone, the question might be raised as to whether some 
of the trunk lines were not giving divisions so great as to sub- 
ject them to the Commission’s condemnation. Usually the big 
shipper -who has a big stock interest in a railroad is under 
suspicion of using his influence for unlawful gain for himself. 
The Ford family, however, has not been subjected to widespread 
suggestion or query in that particular. If the revenue and net 
go up again greatly when the Ford plants resume operations, the 
fact may be suggfiested that it has been shown that command 
of tonnage by the Ford family, and not particularly brilliance 
of management, is the primary cause of prosperity. Before the 
slump there were few facts to bear out positively the idea that 
control of Ford tonnage gave the Ford road prosperity. How- 
ever, the recession in revenue and income have not carried 
the road back to the low estate it once held. Therefore, good 
management may be said to be a cause of prosperity that cannot 
and should not be overlooked by anyone attempting to assess 
the relative value of each. Cynical traffic men, both carrier 
and shipper, however, are inclined to suggest that control of 
much tonnage by the owner of the road tends to make brilliance 
of management a relatively easy thing. 





Fourth Section Hard Coal Rates.—A novel use of the fourth 
section is believed by Connecticut state officials to have brought 
about a considerable revision of hard coal rates in that state, a 
short time ago. Reductions weéré made to points in Connecticut 
running as high as 76 cents a gross ton. A few increases also 
took place. The novel use is attributed to John J. Hickey, 
representing the governor of Connecticut. Prior to his entering 
the practice of law, Mr. Hickey was in charge of the Commis- 
sion’s Bureau of Inquiry, which concerns itself with the enforce- 
ment of the criminal parts of the interstate commerce law. It 
is asserted that Mr. Hickey, acting for the governor of Con- 
necticut, made an inquiry into the coal rates established by 
the railroads and found, among other things, that rates were 
made over routes over which the coal did not move, so as to 
show, on paper, a strict observance of the fourth section. In 
other words, the rates were alleged to have been published to 
show movement of coal through low-rated points to high-rated 
points when, as a matter of fact, the commodity moved through 
high-rated points to low-rated points in disregard of the fourth 
section. The low-rated points were the ones where the rail- 
roads met the water competition. When it was suggested to 
Mr. Hickey that he file a formal complaint for the correction 
of such situations, if there were any, he said he would do 
nothing of the kind. On the contrary, he said he would 
present the facts to the federal prosecuting attorney and 
suggest the issuance of writs of mandamus requiring the 
carriers to bring their rates into compliance with the fourth 
section, under the implied penalty of criminal prosecution for 
failure to observe the fourth section. The rates were revised 
without the filing of a complaint with the Commission or appeal 
to a prosecuting attorney. 





The Literary Pennsylvania—Samuel Harden Church, secre- 
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tary of the Pennsylvania lines west of Pittsburgh, is the author. 
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of a life of Oliver Cromwell so readable that Theodore Roose- 
velt seemed to make it his guide in his life of Cromwell. 
Church’s work, however, is not to continue as the chief exhibit 
to show that serving the Pennsylvania unfits a man for literary 
pursuits as a side line. John W. Starr, Jr., another Pennsyl- 
vania man, has written a book about Abraham Lincoln and the 
railroads, thereby suggesting that Mr. Barton is not the only 
man who knows anything about Lincoln. In Starr’s book, par- 
ticular attention is given to Lincoln as the attorney for the 
Illinois Central. Seemingly, Lincoln was one of the thousands 
of attorneys whose retaining fee was an annual pass and who 
rendered bills for fees when service was rendered. One bill 
was for $5,000, but Lincoln had to sue for his money. Whether 
it was a friendly or a hostile suit is one of the things discussed 
in the book. The story is that Lincoln rendered a bill for $2,500 
and that there was objection to paying that much to a backwoods 
lawyer, the eastern directors being represented as believing 
that, for such a fee, they could have hired a “real” lawyer such 
as they knew in the east. Thereupon Lincoln consulted friends. 
On their advice he doubled the bill and sued. There is a sug- 
gestion that it was a friendly suit to save the face of the legal 
department with the directors, rather than because of an idea 
that the fee had not been amply earned. The thought that it 
was a friendly suit is backed by the fact that Lincoln continued 
his connection with the road from which, later, he took George 
B. McClellan, once an operating vice-president, to command the 
army of the Potomac. Inasmuch as Lincoln became a member 
of Congress, his party’s nominee for the Senate, and later 
President of the United States, the school of sour citizens who 
thought common honesty and railroad lawyer were incompatible 
terms, was not so large then as it seems to have become in later 
years. The chances are that, if there could be a count of noses, 
the thought that there are millions and millions of such men 
would be shown to be no better founded than the declaration 
of the small boy, made to a hotel-keeper, that he knew where 
he could get millions of frogs each equipped with legs more 
delicately flavored than any the hotel-keeper had ever bought. 
The boy, it will be remembered, brought in half a dozen at the 
appointed time instead of the millions, excusing his failure to 
bring the millions by declaring that they sang as if there were 
millions of them. 





The Man from Lautherbach.—The library of the Bureau of 
Railway Economics, Richard H. Johnston, librarian, has issued 
a bibliographical memoir of what it calls the father of railway 
economics and statistics in the United States, dated October 27, 
which was the one hundredth anniversary of Albert Fink, the 
man from Lauterbach. (See Traffic World, September 24, p. 
667.) In a biographical memoir of one page of typewriting, the 
library says that “to the general history of American railways 
few men have made so many original contributions as did Albert 
Fink.” While giving Mr. Fink credit for the ‘bridge ‘truss 
and his management of the Louisville and Nashville in the 
Civil War period, the memoir emphasizes the Fink works on 
what it says are now called economics of railway operation. 
His system of accounts and statistics, the biographical part of 
the work says, developed while in charge of the operation of 
the L. and N., were a revelation and attracted wide attention 
even before the famous report of 1874, officially designated as 
“the report of the vice-president and general superintendent,” 
but popularly known as “the Fink report on cost of transporta- 
tion.” “This,” says the memoir, “is usually regarded as the 
foundation stone of American railway economics.” Actually that 
title belongs to his “Investigation into the Cost of Transporta- 
tion on American Railroads, with Deductions for Its Cheapen- 
ing,” published early in 1874. In the bibliography his writings 
on railway economics are arranged chronologically and bring 
out the fact that the “Investigation” was published before the 
annual report. The bibliography lists what Fink wrote and what 
others wrote about him, even to the extent of the reference to 
the work of Fink, Cooley, and Thurman in connection with the 
question of port differentials in The Traffic World, supra. In 
closing its biographical memoir, the library said: “It is worth 
noting also that the man who gave Albert Fink his first posi- 
tion, Benjamin H. Latrobe, chief engineer of the Baltimore & 
Ohio, was the son of the man who made the first mention of 
railways in American literature, and that a not overwhelmingly 
enthusiastic one, and that the man who was president of the 
Louisville & Nashville when Mr. Fink was working out his 
system of accounts and statistics was the man who was secre- 
tary of the treasury when the William Hemphill Jones’ statistical 
report on American railways, as complete as could be obtained, 
but which left much to be desired, was issued as part of a 
Treasury Department report. Modern economists find the Fink 
writings a firm foundation. Modern students of literary style 
have discovered them to be of the highest litereray value and 
important landmarks in literary history.” 





It May Be All Right, But—Indictment of an Atlanta ship- 
per for alleged violation of the Elkins rebate law because he 
made a combination of the interstate rate to Jacksonville and 
the Florida intrastate rate to St. Petersburg, Fla., probably is 
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sound in law. However, it probably would take an acute lawyer 
a long time to persuade an honest, hard-headed citizen that 
there was anything morally wrong. He might even think public 
officials who made such prosecutions possible ought to consider 
whether there was not something wrong with the law instead of 
with the shipper. It is, of course, the statute that makes it 
an offense to solicit or receive any concession from the published 
rate, which, in this instance, is the through interstate rate. That 
may be a combination of interstate rates or a joint rate. Inas- 
much as the railroads are intimating a fight in the courts to 
be allowed to retain the Jacksonville combination basis of mak- 
ing rates, it would not be surprising were the lawful rate a 
combination of interstate rates. The Florida state rate is a 
lawfully published rate. Under the federal law it is only to 
be used by the Florida man desirous of shipping goods that were 
produced in Florida, or, if not produced in Florida, then at rest 
so long in Florida that they are no longer in interstate com- 
merce, but commingled with Florida goods. How the rebilling 
at Jacksonville was accomplished does not appear from the infor- 
mation made public about the indictment. However, the shipper 
probably made some sort of arrangement for billing under the 
Florida rate. The expense probably was much less, both to the 
shipper and to the railroads, than would have been incurred by 
each if the shipper had established a warehouse at Jacksonville, 
required the carriers to switch the cars to and from that ware- 
house, and then bill to St. Petersburg. The Commission has the 
thirteenth section at its command to make it impossible for 
a difference between state and interstate rates to be. used in 
breaking down the interstate adjustment.—A. E. H. 


FORD ROAD REVENUE FALLS 


Closing of the Ford plants while the changes needed to 
bring out the new Ford were being made seems to have had 
a bad effect on the net railway operating income of the Detroit, 
Toledo & Ironton. Reports of that carrier to the Commission 
show that, since last April, the railway operating revenues and 
the net railway operating income figures have been smaller than 
in the corresponding months of 1926, when the Ford plants were 
in operation. 

When the Detroit, Toledo & Ironton was taken over by the 
Ford family the assertion was made that Ford would show other 
railroad managements what an efficient business man could do 
when he went into the railroad business. Railroad and shipper 
traffic managers, by way of answer to that, suggested that any- 
one having control of a large volume of traffic could take an 
ailing road, such as the Detroit, Toledo & Ironton, and make it 
show magnificent figures. 

In June and July this year the road ran actually “in the 
red,” the deficit for June being $2,359 and for July $44,044. 
August, the latest month for which figures are available, showed 
a net railway operating income on the right side of the ledger 
of $63,431. That, however, was much smaller than the net for 
August, 1926, when it was $232,736. The figures showing the 
seeming effect of the closing of the Ford plants are as follows: 


DETROIT, TOLEDO & IRONTON R. R. CO. 





1926 1927 1926 1927 Net 

Railway Railway Net Railway Railway 

Operating Operating Operating Operating 

Revenues Revenues Income Income 

3 CeCe $1,107,062 $812,733 $266,533 $140,454 
a 1,030,500 761,033 183,701 128,655 
| ee 1,221,097 957,279 266,471 160,585 
i 1,121,229 739,434 255,799 36,765 
EE” wiuls- waiw aa aie « tte 1,086,797 824,545 130,564 99,633 
| 1,141,063 673,993 220,610 *2,359 
ere 1,094,859 594,344 140,548 *44,044 


CE waceay acaba 1,144,345 723,168 232,736 63,431 
*Deficit. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended October 29 
totaled 1,112,621 cars, according to reports filed by the railroads 
with the car service division of the American Railway Associa- 
tion. This was a decrease of 15,865 cars below the preceding 
week this year, reductions being reported in the loading of all 
commodities except miscellaneous freight and forest products, 
both of which showed increases. The total for the week ended 
October 29 was a decrease of 96,257 cars under the same week 
last year but 21,467 cars above the same week in 1925. 


Revenue freight loading the week ended October 29 and for 
. corresponding period of 1926, by districts, was reported as 
ollows: 


Eastern district: Grain and grain products, 8,770 and 10, ‘" live 
stock, 3,037 and 3,230; coal, 43,902 and 55,640; coke, 2,262 and 3,550; 
forest products, 4,683 and 4, 963; ore, 3,391 and 5,949; merchandise, 
L. 2,343 and 73,538; miscellaneous, 106,880 and 111,948; total, 
1927, * 245, 268: 1926, 269, 691; 1925, 246,977. 

‘Allegheny district: Grain and grain poetee, 3,389 and 4,092; 
live stock, 2,471 and 3,068; coal, 45,452 and 62,214; goke, 4,429 and 
5,661; forest products, 2968 and 3,499; ore, 3067 ‘and 13,131; merchan- 


dise, L. C. L., 55, 449 and 58, 839; miscellaneous, 91,499 and 92 ,562; 
total, 1927, 215, 224; 1926, 243, 066; 1925, 213,759. 

Pocahontas district: ’ Grain and grain products, 231 and 296; live 
stock, 304 and 380; coal, 40,219 and 47,197; coke, 360 and 703; forest 
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products, 1,757 and 1,702; ore, 130 and 106; merchandise, L. C. L., 
7,997 and 7,816; miscellaneous, 6,810 and 6,684; total, 1927, 57, 808: 
1926, 64,884; 1925, 59,673. 

Southern district: Grain and grain products, 4,254 and 4,295; live 
stock, 2,064 and 2,047; coal, 24,188 and 30,904; coke, 641 and 847; forest 
products, 22,219 and 22, 980; ore, 1,104 and 3, 217; merchandise, m €. ke, 
43,557 and 42, 325; miscellaneous, 63, 761 and 65, 061; total, 1927, 161, 738: 
1926, 169,676; 1925, 157,869. 

Northwestern district: Grain and grain products, 19,391 and 
15,035; live stock, 9,919 and 11,985; coal, 8,613 and 11,293; coke, 1,148 
and 1,926; forest products, a7, 115 ‘and 18, 380; ore, 24, 242’ and 37, 744; 
merchandise, ka Cy 3a, oe 406 and 34, 082; miscellaneous, 50,493 and 
52,426; total, 1927, 166, 327; 1926, 182,871; 1935, 150,107. 

Central "Western ‘district: Grain and grain products, 13,962 and 
16,275; live stock, 16,573 and 15,553; coal, 13,550 and 20,526; coke, 294 
and 405; forest products, 11,452 and pa 982; ore, 3,631 and 3, 991; mer- 
chandise, : a , 35,298 and 37,205; miscellaneous, 79,599 and 77, 982; 
total, 1927, 174, 359: 1926, 183,919; 1925, 175,992. 

Southwestern district: Grain and grain products, 6,171 and 5,811; 
live stock, 3,815 and 3,730; coal, 6,262 and 8,960; coke, 153 and "229: 
forest products, 9,105 and 9,393; ore, 506 and 473; merchandise,  < 
L., 17,883 and 17, 523; miscellaneous, 48,002 and 48,659; total, 1927, 
91, 397; 1926, 94, 771; 1925, 86,777. 

Total, all roads: Grain and grain products, 56,168 and 56,677; 
live stock, 38,183 and 39,993; coal, 182,136 and 236,734; coke, 9,287 and 
13,314; forest — 69, 259 and 72, $99; ore, 42, 071 and 63, 611; mer- 
chandise, ©... Ba, Bee 433 and 271, 328; miscellaneous, 447, 044 and 
455, 332; total, 1927, ~ 112’ 621; 1926, 1,208, 878; 1925, 1,091, 154. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1926 1925 
Five weeks in January........... 4,428,256 4,456,949 
Four weeks in February.......... 3,677,332 3,623,047 
Four weeks in March............. 3,877,397 3,702,413 
Bive WEGRS I AMT. ..bccccccccccie 4,791,006 4,710,903 
Wour weeks in MAY... ..ccesccccccs 4,145,820 


Woeur Weeks I JUNE... ..ccccscceses 





WIV Weene Wi JONG. 2c. ccwescecces 5,213,759 4,945,091 
Four weeks in August............ 4,388,118 4,321,427 
Four weeks in September......... 4,523,112 4,297,936 
Five weeks in October............ 5, 967,576 5, 537, 159 

NINN a8 oratarald ecre scciprteuieareniem nee 45,101,716 43,430,103 


REVENUE TRAFFIC STATISTICS 


Passenger revenue of Class I roads for the eight months 
ended with August totaled $660,914,806, as compared with $700,- 
635,796 for the same period of 1926, and $91,406,227 for August, 
as compared with $98,731,135 for August, 1926, according to the 
monthly statement on revenue traffic statistics prepared by the 
bureau of statistics of the Commission from carrier reports, 
switching and terminal companies not being included therein. 

Freight revenue for the eight months aggregated $3,041,- 
682,987, as compared with $3,073,578,905 for the same period of 
1926. For August freight revenue totaled $414,428,143, as against 
$428,247,598 for August, 1926. 

Revenue tons carried in the eight months ended with August 
totaled 1,547,571,000, as compared with 1,541,012,000 in the same 
period of 1926. In August the total was 217,144,000, as against 
220,517,000 in August, 1926. 

Revenue tons carried one mile aggregated 282,997,722,000 
in the eight months, as against 282,680,957,000 in the same period 
of 1926. In August the total was 38,173,691,000, as against 
39,743,672,000 in August, 1926. 

Revenue per ton-mile averaged 10.75 mills in the eight 
months, as against 10.87 mills in the 1926 period, and 10.86 mills 
in August, as against 10.78 mills in August, 1926. 

Revenue per ton per road averaged $1.965 in the eight 
months, as against $1.995 in the 1926 period, and $1.909 in August, 
as against $1.942 in August, 1926. 

Revenue passengers carried in the eight months totaled 
557,625,000, as against 574,667,000 in the 1926 period. In August 
the total was 70,949,000, as against 74,076,000 in August, 1926. 

Revenue per passenger-mile averaged 2.892 cents in the 
eight months, as against 2.931 cents in the 1926 period. In 
August the average was 2.747 cents, as against 2.789 cents in 
August, 1926. 


NEW ENGLAND FLOOD RELIEF 


The Commission, by division 5, in service order No. 47, 
has given the railroads operating in the New England states 
flood emergency relief, similar to that given carriers affected 
by the Mississippi flood, in the matter of routing freight, from 
and after November 8, until the further order it may issue. 
They are authorized to forward traffic having origin or destina- 
tion in, or ordinarily moving through, New England, without 
regard to routing of shippers or carriers from which traffic may 
be received, or ownership of cars, all car service rules, regula- 
tions, and practices being suspended to enable them to expedite 
the movement of traffic. This rerouting is to be made under 
the rules governing carriers when they reroute freight in cases 
of carrier disability, for the protection of shippers and other 
carriers. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Decisions of Interstate Commerce Commission 





DETROIT SWITCHING CASE 


The Commission, by division 1, in a report written by Com- 
missioner Taylor, has dismissed No. 17238, H. H. Cary Co. vs. 
Michigan Central et al., mimeographed, finding not unjustly dis- 
criminatory or unduly prejudicial, the absence of a reciprocal 
switching arrangement at Detroit, Mich., between the Pennsyl- 
vania, on the one hand, and the Michigan Central and the New 
York Central, on the other, and the refusal of those carriers 
to interchange traffic at that point. The city of Lincoln Park, 
Mich., intervened. 

Complainant, a dealer in coal, coke and builders’ supplies, 
alleged that the refusal of the Michigan Central and the New 
York Central to switch carload traffic to and from the Pennsyl- 
vania; the refusal of the latter to switch to and from the two 
Centrals; and the refusal of carriers to enter into a reciprocal 
switching arrangement while maintaining such an arrangement 
with the Pere Marquette and the Wabash, was unjustly dis- 
criminatory and unduly prejudicial to it and unduly preferential 
of competitors on the Wabash and Pere Marquette. 

The Pennsylvania denied that it refused to receive cars 
from the Centrals or to enter into reciprocal arrangements and 
explained that, due to the absence of track connection, it was 
impossible to interchange freight at Detroit. 

The Centrals, in their answer, averred that the service, 
available under joint rates via Toledo, O., on all freight origi- 
nating at or destined to Detroit, from‘or to the lines of the 
Pennsylvania, was adequate and reasonable. The Michigan 
Central explained that when it entered into arrangements with 
the Marquette and the Wabash it was not necessary for it to 
conserve its terminals at Detroit as it was now. It said that 
some restrictions had been placed upon switching for those car- 
riers and that a considerable amount of traffic was interchanged 
with them at junctions outside of Detroit. In disposing of the 
case the Commission said: 


From all the facts of record there appears to be no persuasive 
reason why traffic originating at or destined to points on the defend- 
ants’ terminals at Detroit should not be interchanged at Toledo. 
The discrimination and prejudice which complainant and intervener 
seek to establish do not appeal to be unjust, undue, or unreasonable. 
The only issue remaining is in respect of cars reconsigned after reach- 
ing Detroit. Not a single car of this character is shown to have 
moved, nor has there ever been a demand for such a movement, ex- 
cept where a car was misrouted. The evidence does not show sufficient 
grounds for such far-reaching results as would necessarily follow a 
finding of unjust discrimination and undue prejudice, as alleged. 


ILLINOIS-INDIANA COAL RATES 


In a report written by Commissioner McManamy, with Com- 
missioners Lewis, Hall and Taylor dissenting, on reargument, in 
No. 16048, Iliff-Bruff Chemical Co. et al. vs. Chicago & Eastern 
Illinois et al., mimeographed, the Commission has found unrea- 
sonable the rates on bituminous coal, to -Hoopeston, Ill., from 
designated points in the Brazil-Clinton, Linton-Sullivan, Princeton 
and Booneville groups in Indiana and in the southern Illinois 
group. It has prescribed new rates, to be made effective not 
later than January 18. It has modified the findings of division 1 
in the original report in No. 16048, 113 I. C. C. 606, and reversed 
the findings of division 3 in No. 15817, Hoopeston Grain & Coal 
Co. vs. C. & EB. I., 102 I. C. C., 269. The report covers the com- 
plaints already mentioned and five sub-numbers in No. 15817, 
as follows: Illinois Lumber, Coal & Grain Co. vs. C. & E. I. 
et al.; Tliff-Bruff Chemical Co. vs. Same; Illinois Canning Co. vs. 
Same; Hoopeston Lumber & Coal Co. vs. Same; and McGill Coal 
Co. vs. Same. 

In the title complaint division 1 originally found rates un- 
reasonable from the Indiana groups to Hoopeston and awarded 
reparation. In No. 15817, division 3 found not unreasonable or 
unduly prejudicial the rates on soft coal from mines in the 
southern Illinois group, via interstate routes, to Hoopestown, 
and dismissed the complaint. Upon petition of the railroads in 
the title complaint and of the complainants in No. 15817, the 
cases were reopened and the effective date in No. 16048 was 
postponed. Isaac Born represented the complainants and C. B. 
Cardy, the Indiana Bituminous Coal Operators’ Association, an 
intervener in the title complaint. The findings on this reargu- 
ment are as follows: 


We find that the rates assailed were, are, and for the future 
will be, unreasonable to the extent that they exceeded, or may ex- 
ceed, the following rates in amounts per net ton: $1 from Clinton 
and Coal Bluff, Ind.; $1.25 from Latta, Midland, Seifert, Riley, Paxton, 
and Sullivan, Ind.; $1.55 from Petersburg and Oakland City, Ind.; $1.70 
from Enos and Lincoln City, Ind., and from Harrisburg, Ledford, El 
Dorado, Carrier Mills, and Norris City, Ill., $2 prior to July 1, 1922, 
and $1.80 thereafter. The original findings in No. 16048 are modified 
accordingly and those in No. 15817 are reversed. 

In No. 15817 complainants’ attorney sought to prove that com- 


plainants, except the Iliff-Bruff Chemical Company, paid and bore the 
charges on the shipments here considered by offering in evidence 
the deposition of officers of the respective companies. These deposi- 
tions were taken upon the 6 days’ notice prescribed by Rule XI (c) of 
our Rules of Practice from complainants’ attorney to the defend- 
ants’ attorney and also transmitted to us. No order for the taking 
of the depositions was issued by us because of the lack of suf- 
ficient time before the date of taking the depositions as_ specified 
in complainants’ notice, 4nd complainants’ attorney was advised to 
that effect. Defendants were not represented at the taking of the 
depositions and at the hearing they objected to the introduction in 
evidence of the depositions on the ground that notice was not given 
in accordance with our Rules of Practice. Following Boston Potato 
Receivers’ Assn. vs. B. & A. R. R. Co., 42 I. C. C. 454, 455-456, and 
Early Foster Co. vs. A. T. & 8S. F. Ry. Co., 98 I. C. C. 507, 510, it 
is our opinion that, under the circumstances, these depositions may 
not be received in evidence. 

We further find that the Iliff-Bruff Chemical Company, complain- 
ant in No. 15817 (Sub-No. 2) and the complainants in No. 16048 made 
shipments at rates herein found unreasonable and paid and bore 
the charges thereon; that they have been damaged thereby in the 
amount of the difference between charges paid and those which would 
have accrued at the rates herein found reasonable and that they are 
entitled to reparation on shipments delivered within the statutory 
period, with interest. These complainants should comply with Rule 
V of the Rules of Practice. 

An appropriate order for the future will be entered. 

The record in No. 15817 and Sub. Nos. 1, 3, 4, and 5 will be held 
open for a period of 30 days from date of service of this report to 
give complainants therein an opportunity to comply with our Rules 
of Practice in the taking of testimony by depositions. 


Commissioner Lewis, in his dissent, pointed out wherein the 
revision ordered by the Commission, based as he said, upon 
Illinois-Indiana Coal Case, 128 I. C. C. 265, were not consistent 
with that case. His examples showed higher rates for shorter 
hauls. He said that in No. 15817, the Commission prescribed a 
rate of $1.80 from the southern Illinois group to Hoopestown, 
a haul of 230 miles. He said that in the Illinois-Indiana case the 
Commission prescribed a rate of $1.65 for 231 miles from the 
Linton-Sullivan district to Chicago and for 225 miles from the 
Springfield district to Chicago. 


“Certainly the cost of rendering service from southern IIli- 
nois to Hoopeston cannot be greater than from the Linton-Sulli- 
van and Springfield groups to Chicago,” said Mr. Lewis. “It was 
revealed in the Illinois-Indiana case that off-line deliveries in 
Chicago called for absorption of switching charges ranging from 
30 to 50 cents per ton and often considerable per diem because 
of detention of cars.” 


FURNITURE FROM FORT SMITH, ARK. 


The Commission, by division 4, in I. and S. No. 2904, Furni- 
ture from Fort Smith, South Fort Smith and Van Buren, Ark., to 
Birmingham, Ala., mimeographed, has found not justified a pro- 
posal to increase a rate of 82 cents on furniture to $1.24, from 
the points in Arkansas mentioned to Birmingham, Ala. The 
schedules have been ordered cancelled and the proceeding dis- 
continued. This report also covers Florence (Ala.) Chamber of 
Commerce vs. Louisville & Nashville, 122 I. C. C. 367, which was 
reopened by the Commission for further consideration. 


In the formal docket case the Commission found the rate to 
Florence and points in the Florence group unduly prejudicial to 
the extent it exceeded the contemporaneous rate to Birmingham, 
the latter being then and now 82 cents. The carriers proposed 
to remove the undue prejudice by increasing the Birmingham 
rate. The carriers introduced many rate comparisons to show 
that a rate of 124 cents would not be out of line. The protestants, 
Fort Smith Traffic Bureau and others, showed similar rate com- 
parisons to show that the rate of 82 cents to Birmingham was 
not out of line. 

The Florence case was brought into the suspension case by 
the Commission because, as it said, the complainant in that case 
filed a petition for rehearing and reargument. Later, by a peti- 
tion, it asked that its complaint be dismissed, stating in connec- 
tion with the last mentioned petition that it had developed that 
here probably would be no further movements of furniture from 
Fort Smith to Florence, but that there probably would be a sub- 
stantial movement from Fort Smith to Birmingham under the 
82-cent rate. It said it desired to restone the rate situtaion as it 
was prior to the Commission’s decision. 

In answer to the moves by the complainant to have the old 
status restored, the Commission said that a complainant before 
it could not, as a matter of right, withdraw his complaint. Upon 
further consideration of the formal docket case, and following 
Consolidated Southwestern Cases, 123 I. C. C. 203, the Commis- 
sion amended its finding in the Florence case by finding that for 
the future the rates to Florence, Sheffield and Tuscumbia, Ala., 
would be unreasonable to the extent they should exceed $1.04 
and unduly prejudicial to the Florence group and unduly prefer- 
ential to Birmingham to the extent they should be less than 7 















cents lower than the contemporaneous rate to Birmingham. The 
new rate adjustment is to be effective on January 14. 

The findings in the two cases covered by this report, the 
Commission said, were without prejudice to any conclusion that 
might be reached in No. 18323, the furniture investigation. 


LEAD SMELTER PRODUCT RATES 


A finding of undue prejudice, an order to remove it not 
later than February 24, and a denial of reparation have been 
made in No. 17863, Bunker Hill & Sullivan Mining & Concen- 
trating Company vs. Oregon-Washington Railroad & Navigation 
Company et al., mimeographed, by the Commission, division 3, 
as to rates on lead smelter products, in carloads from Bradley 
and Kellogg, Ida., to Atlantic seaboard territory. The complaint 
alleged the rates were unduly prejudicial to Bradley and Kel- 
logg and unduly preferential of competitors at East Helena, 
Mont., and Salt Lake City, Utah. 

In Anaconda Copper Mining Company vs. Director-General, 
57 I. C. C. 723, and 78 I. C. C. 549, the Commission found the 
rates on smelter products, from Northport and Kellogg, the lat- 
ter taking the same rates as Bradley, to destinations on and 
east of the Missouri River and west of Atlantic seaboard terri- 
tory unduly prejudicial to the extent they exceeded the contem- 
poraneous rates from East Helena and Utah smelting points. 
Following that case the Commission made the finding that they 
were unduly prejudicial. 

The order requires the carriers to establish rates not ex- 
ceeding those from East Helena and the Utah smelting points. 

Reparation was denied on a finding that the proof was in- 
sufficient to warrant a finding that the complainant was dam- 
aged by the undue prejudice. Commissioner Campbell dissented 
from that finding. He said he was not constrained to concur 
in the finding of undue prejudice on account of the Anaconda 
case but because, to his mind, the record would support no 
other finding. Moreover, he said he thought the evidence ade- 
quate to sustain an award of reparation. He said the complain- 
ant’s smelter director testified that the prices of lead were 
fixed from day to day by the market, that complainant could 
not sell at higher than the market prices so fixed and that 
sales were made on the basis of f. o. b. destination and that on 
all shipments the complainant had to absorb the full difference 
between the rates it paid and those paid by competitors. 


SULPHURIC ACID RATES 


The Commission, by division 2, has dismissed No. 16459, 
National Zinc Company vs. Alabama & Vicksburg et al., and 
No. 16719, Southern Agricultural Chemical Corporation vs. Ala- 
bama & Vicksburg et al., mimeographed, on a finding that the 
rates on sulphuric acid, in tank carloads, from Kansas City, 
Kan., Grasselli, Ala., and Copper Hill, Tenn., to destinations in 
Oklahoma are not unreasonable or otherwise unlawful. This 
dismissal, the Commission said, was not to affect the conclu- 
sions reached in the Consolidated Southwestern Cases, 123 I. 
C. C. 203, upon the issues there presented and the broader 
record. 

The complainant in the title case has a plant at Argentine 
Station, Kansas City, Kan. It alleged the rates from Kansas 
City, Kan., to destinations in Texas and Oklahoma were unrea- 
sonable, unjustly discriminatory and unduly’ prejudicial as com- 
pared with rates from Grasselli and Copper Hill. 

The complainant in No. 16719, merchandises acid produced 
at Copper Hill. It intervened in the title complaint, the Com- 


mission said, in opposition to No. 16459, but introduced no evi-. 


dence therein. The Commission said it preferred to rely upon 
the record made in support of its own complaint. Other pro- 
ducers and users of acid intervened in the proceeding resulting 
from the two complaints, thereby bringing about a relatively 
broad review of the acid rates into the southwest. 


POTATO RATE CONDEMNED 


The Commission, by division 2, in No. 18700, William Frank 
et al. vs. Atlantic Coast Line et al., mimeographed, has found 
a combination rate of.117.4 cents on potatoes, carloads, from 
points on the Washington & Vandemere, in North Carolina, to 
Youngstown, O., unreasonably, unduly prejudicial to Youngstown, 
unduly preferential of Cleveland, O., and in violation of the 
long-and-short-haul part of the fourth section, to the extent it 
exceeds 83 cents, the commodity rate to Cleveland, a more dis- 
tant point. It has awarded reparation to that basis. No order 
for the future was entered. The question of rates on potatoes 
from that territory is under consideration in No. 17128, Taylor 
Produce Co. vs. Atlantic Coast Line, 115 I. C. C. 633, reopened, 
and I. and S. No. 2521. The Commission said that, in event a 
decision was not reached in those cases within a reasonable 
time, the complainant might call its attention to the situation 
with a view to the entry of an appropriate order. 


DIRT AND CLAY REPARATION 


The Commission, by division 3, in No. 14301, Armour & 
Co. vs. Great Northern, mimeographed, upon reconsideration 
and following Reparation on Intrastate Traffic, 122 I. C. C. 443, 
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has modified its former report in this case, 104 I. C. C. 34, so 
as to approve the finding and order made by the Minnesota 
Railroad and Warehouse Commission as to rates on intrastate 
shipments of sand and gravel, dirt and clay, which moved in 
the period between March 1 and August 31, 1920, the so-aclled 
guaranty period, from Shiely’s Pit to South St. Paul, Minn. The 
complaint was dismissed in the former report on a finding of no 
jurisdiction. In 122 I. C. C. 443, the Commission found it had 
jurisdiction to approve, after August 31, 1920, an award of rep- 
aration made by state authority on intrastate traffic which moved 
in the period between March 1 and August 31, 1920, but adhered 
to its finding that it had no power to award reparation on 
intrastate shipments made in the guaranty period, under sec- 
tion 208 (a). 


POLISHED MARBLE RATE 


A finding of unreasonableness, an award of reparation and 
an indication as to what the rate should be for the future, have 
been made by the Commission, division 4, in No. 17583, Traffic 
Bureau, Chamber of Commerce, Lynchburg, Va., vs. Southern, 
mimeographed, as to the rate charged on polished marble, in 
less than carloads, from Knoxville, Tenn., to Lynchburg, Va., 
in 1924 and 1925. The Commission found the rate charged un- 
reasonable to the extent it exceeded the aggregate of interme- 
diates over the route of movement and awarded reparation to 
that basis. The carrier said it would remove the fourth section 
violation by publishing the lower rate applicable at Charloftes- 
ville, Va., the intermediate point involved in this situation, 
pending the publication of rates in conformity with the decision 
in Southern Class Rate Investigation, 113 I. C. C. 200. The 
Commission said that that would remove any undue prejudice. 
In view of the publication of rates in conformity with the south- 
ern class rate decision, the Commission said no order for the 
future was necessary. ‘ But it said that nothing in this report 
was to be construed as a finding as to the proper rating of 
polished marble in L. C. L. quantities. 


COTTON PIECE GOODS RATES 


The Commission, by division 4, in No. 16674; Johnston & 
Larimer Dry Goods Co. vs. Santa Fe et al., mimeographed, has 
found unreasonable the combination rates charged on L. C. L. 
shipments of cotton piece goods from points in Official territory 
to Wichita, Kan., to the extent the commodity rate factors from 
the Mississippi River crossings exceeded, between May 1, 1922, 
and May 1, 1924, the contemporaneous third class rates. It 
further found that the joint through rates charged from South- 
eastern and Carolina territories to Wichita were unreasonable 
to the extent they exceeded the contemporaneous commodity 
rates to Memphis, Tenn., Cairo, Ill., or other river crossings, 
plus the third class rates beyond, and awarded reparation to 
that basis. Reparation only was sought. 


FERTILIZER SCALE PRESCRIBED 


In a report written by Chairman Esch, in No. 15230, E. Rauh 
& Sons Fertilizer Co. vs. Akron, Canton & Youngstown et al., 
mimeographed, the Commission by division 2, has condemned, 
as unreasonable for the future, the sixth class rates on fertilizer, 
in carloads, from Indianapolis, Ind., to destinations in central 
territory. It has ordered rates on fertlizer to be established, not 
later than January 18, based on a minimum of 36,000 pounds, in 
accordance with a scale set forth in the order. Reparation has 
been denied. The finding is confined to the rates from Indianap- 
olis. It is without prejudice to any different conclusions which 
may be reached upon a more comprehensive record in Ohio Farm 
Bureau Federation vs. A. & W., 120 I. C. C., 361, which has been 
reopened and is pending. A collateral finding is that the assailed 
rates are not unduly prejudicial. 

The complaint alleged the rates were unreasonable, unduly 
prejudicial to the complainant and all other producers of fer- 
tilizer in Indiana, Ohio and Michigan, and unduly preferential 
of their competitors in Illinois and in states south and west of 
the Ohio and Mississippi rivers to the extent the rates exceeded 
or might exceed 75 per cent of sixth class. The complainant 
asked for new rates and reparation on shipments since July 
1, 1922. A similar complaint was lodged with the Indiana com- 
mission. The complaints were separately heard but a repre- 
sentative of the Indiana commission sat with the examiner of 
od federal commission in the hearing on the interstate com- 
plaint. 

Chairman Esch, after reciting the condemnation of the sixth 
class basis in the Ohio Farm Bureau Federation case, disposed 
of this case by saying: 


The present record justifies no different conclusions except that, 
particularly in view of the comparisons as to relative gross ton-mile 
earnings, it does warrant a finding of unreasonableness for the future 
and the entry of an appropriate order. The Ohio Farm Bureau case 
has been reopened for further hearing, but we believe that complain- 
ant here is entitled to relief without further delay pending the outcome 
of the other case. However, our findings herein will be confined to 
the rates from Indianapolis, and they are made without prejudice to 
any different conclusions which may be made on a more compre- 
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hensive record regarding the rates on fertilizer throughout central 
itory. 

terre find that the interstate rates on fertilizer, in carloads, from 

Indianapolis to points in central territory are, and for the future 

will be, unreasonable to the extent that they exceed or may exceed 

the rates set forth in the following table for the distances stated, 

subject to a carload minimum of 36,000 pounds: 





Rate Rate 
Cents Cents 
5 miles and under............ 6 230 miles and over 220........ 18.5 
19 miles and over 65........ 6 240 miles and over 230........ 18.5 
15 miles and over 10........ 6.5 250 miles and over 240........ 19 
90 miles and over 15........ 7 260 miles and over 5 
95 miles and over 20........ 7.5 270 miles and over 
30 miles and over 25........ 8 280 miles and over 
35 miles and over 30........ 8 300 miles and over 
40 miles and over 35........ 8.5 320 miles and over 5 
45 miles and over 40........ 9 340 miles and over 5 
50 miles and over 45........ 9.5 360 miles and over 
55 miles and over 50........ 9.5 380 miles and over 5 
60 miles and over 655........ 10 400 miles and over 
65 miles and over 60........ 10.5 420 miles and over 5 
70 miles and over 65........ 11 440 miles and over 
75 miles and over 70........ p 5 | 460 miles and over 5 
80 miles and over 75........ 11.5 480 miles and over 
85 miles and over 80........ 11.5 500 miles and over 5 
90 miles and over §85........ 12 520 miles and over 
95 miles and over 90........ 12 540 miles and over 5 
100 miles and over 95........ 12.5 560 miles and over 
110 miles and over 100........ 13 580 miles and over 5 
120 miles and over 110........ 13.5 600 miles and over 
130 miles and over 120........ 14 620 miles and over 5 
140 miles and over 5 640 miles and over 
150 miles and over 660 miles and over 35 
160 miles and over 5 680 miles and over 
170 miles and over 700 miles and over 5 
180 miles and over 5 720 miles and over 700... Ss 
190 miles and over 740 miles and over 720........ 32 
200 miles and over 190........ ag 760 miles and over 740........ 32.5 
210 miles and over 200........ 17.5 780 miles and over 760........ 33 
220 miles and over 210........ 18 800 miles and over 780........ 33.5 


In computing distances for the application of the foregoing rates, 
the shortest reasonably workable routes shall be used. 

We further find that the rates assailed were not unreasonable 
in the past, and that they were and are not unduly prejudicial. Rep- 
aration will be denied. 

Upon appropriate application consideration will be given to the 
matter of fourth-section relief to enable circuitous lines or routes 
to meet the rates herein prescribed over short lines or routes and 
to maintain higher rates at intermediate points. 





PINE LUMBER REPARATION 


The Commission, in No. 18530, Beaumont Lumber Co. vs. 
C., R. I. & P. et al., mimeographed, by division 4, has found un- 
reasonable the rate on a carload of pine lumber shipped from 
Oakdale, La., to Spaulding, Ark., in January, 1923, to the extent 
it exceeded 25.5 cents, and has awarded reparation. 


PASSENGER AUTOMOBILE CHARGES 


The Commission, by division 4, has dismissed No. 18556, 
Chevrolet Motor Co. of Michigan vs. C., R. I. & P. et al., mimeo- 
graphed, finding the charges on a carload of passenger automo- 
biles shipped from Flint, Mich., to Marlin, Texas, in October, 
1923, reconsigned to Brownwood, Texas, applicable and not un- 
reasonable. 


IRON ASH CAN RATE 
The Commission, by division 4, has dismissed No. 18373, 
Selig Co. of Texas vs. Pennsylvania et al., mimeographed, on a 
finding that the rate charged on one carload of galvanized iron 
ash cans, from New York, N. Y., to Dallas, Texas, shipped in 
May, 1923, was not unreasonable or otherwise unlawful. 


CAST IRON PIPE FITTINGS RATE 


An order of dismissal has been entered in No. 18177, Morse 
Dry Dock & Repair Co. vs. Atlantic Coast Line, mimeographed, 
the Commission, by division 4, finding the rate on two carloads 
of cast iron pipe fittings, from Jacksonville, Fla., to Brooklyn, 
N. Y., in 1923, not unreasonable. 


SCRAP ALUMINUM RATE 


A finding of unreasonableness, an award of reparation and an 
order requiring the establishment of a new rate not later than 
December 31, have been made in No. 18224, Cline & Bernheim, 
Inc., vs. Chicago & North Western et al., mimeographed, as to a 
rate on a carload of scrap aluminum, shipped from Nashville, 
Tenn., to Aurora, IIl., in March, 1924. The Commission, by divi- 
Sion 4, found the rate of 94.5 cents unreasonable and unduly 
prejudicial to the extent it exceeded, exceeds or may exceed 55 
cents, made up of 24.5 cents from Nashville to Evansville, Ind., 
and 30.5 cents beyond. 


DEMURRAGE AND PENALTY ON LUMBER 


The Commission, by division 4, in No. 18506, Louisell Pine 
and Hardwood Co., Inc., vs. C., R. I. & P. et al., mimeographed, 
has found inapplicable the demurrage and penalty storage 
charges collected on two carloads of lumber held for disposition 
order at St. Louis, Mo., shipped in December, 1921, and held 
until January 30, 1922, because notice of the refusal of the lum- 


ber was not sent to the consignor, by wire, as provided in the. 


tariff. Reparation amounting to $496 was awarded. The carriers 
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contended that telephonic notice which they claimed they had 
given was substantial compliance with the rule. 


TRACTORS OVERCHARGED 


The Commission, by division 4, has dismissed No. 17698, 
Holt Co. of Texas vs. Chicago, Rock Island & Pacific, mimeo- 
graphed. It found an overcharge on a carload of tractors 
shipped, in June, 1923, from Peoria, Ill., to Vernon, Tex., and 
directed a refund. The complaint alleged the rate was unrea- 
sonable and in violation of the long-and-short-haul part of the 
fourth section. 


TIE CASE DISMISSED 


The Commission, by division 4, has dismissed No. 17832, W. 
E. Goff vs. St. Louis-San Francisco et al., mimeographed, on 
a finding that nine carloads of wooden ties shipped from Seneca, 
Mo., to Picher, Okla., in 1924, were neither misrouted nor over- 
charged. Violation of section 6 was claimed, also a combination 
of 15 cents instead of a combination of 19 cents, which was 
assessed. The Commission said it was unable to find any rate 
lower than the 19-cent combination charged or that the ship- 
ments were misrouted, because not sent over the route over 
which the complainant contended the lower combination was in 
effect. 


COTTON PIECE GOODS RATES 


An order of dismissal has been made in No. 17867, Traffic 
Bureau, Chamber of Commerce, Lynchburg, Va., vs. D. L. & W. 
et al., mimeographed, the Commission, by division 4, finding 
rates on cotton piece goods, in less than carloads, from Chad- 
wick and New York, N. Y., Fairhill, Lancaster and Philadelphia, 
Pa., and Wilmington, Del., to Lynchburg, Va., not unreasonable, 
unjustly discriminatory, or unduly prejudicial. This report also 
covers a sub-number under the title complaint and No. 18068, 
Same vs. Pennsylvania et al. The rates were alleged to be in 
violation of the first four sections of the interstate commerce 
act. The commodity rates attacked were higher than the class 
rates that would have been in effect but for the commodity 
rates. Commissioner Meyer dissented, as in an earlier Lynch- 
burg Chamber of Commerce case, 113 I. C. C. 270. He thought 
the rates should be condemned because they were higher than 
the class rates. 


AUTOMATIC TRAIN CONTROL 

The Commission, by division 1, in No. 13413, Sub. No. 6-2, 
mimeographed, after inspection and test, has found the installa- 
tion of an automatic train-stop device by the National Signal 
Appliance Co., on a part of the southwestern division of the St. 
Louis-San Francisco, to meet the requirements of its specifica- 
tions and order, with exceptions as to apparatus and operations. 
It has prescribed requirements in respect of such apparatus and 
operations, with which the carrier is expected promptly to com- 
ply. The cost of the installation was reported to have been 
$142,852.19. 


D. L. & W. GUARANTY OF BONDS 

In finance No. 6568, the Commission, by division 4, has 
authorized the Delaware, Lackwanna & Western to assume 
obligation and liability, as guarantor, in respect of $9,871,000 
of Morris & Essex Railroad Company first refunding mortgage 
31% per cent gold bonds and to sell them at not less than 8314 
per cent of par and accrued interest to J. P. Morgan & Co. 
The proceeds will be used for new equipment, completion of 
additions and betterments in course of construction and for 
additions and betterments to be made. The property of the 
Morris & Essex is leased to the D. L. & W. 


COMMISSION ORDERS 


No. 20104, Farmers Elevator Co. et al. vs. Chicago, Indianap- 
olis & Louisville. The Indianapolis Board of Trade permitted to 
intervene. 

No. 17498, Litwood Oil & Supply Co. vs. Santa Fe et al., and 
cases grouped therewith. Board of City Development of the City 
of Amarillo, Tex., permitted to interevne. 

No. 20144, The Barrett Co. vs. Santa Fe et al., American 
Tar Products Co. permitted to intervene. 

No. 20169, Detroit Soda Products Co. et al. vs. Aberdeen & 
Rockfish et al. The Mathieson Alkali Works permitted to in- 
tervene. 

Valuation No. 1078, The Great North Western Telepraph 
Co. of Canada, and Valuation No. 1072, Chicago, Milwaukee and 
St. Paul. Western Union Telegraph Co. permitted to intervene. 

No. 19952, Terre Haute Chamber of Commerce vs. Ahnapee 
& Western et al. Michigan Paper Mills Traffic Assn. permitted 
to intervene. 

No. 20052, Western Carolina Shippers’ Assn. et al. vs. Nor- 
folk & Western et al. United States Cast Iron Pipe & Foundry 
Co. permitted to intervene. 

No. 16124, Acme Brick Co. vs. Alabama & Vicksburg et al. 
The order entered herein on June 28, 1927, as since modified, 
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which by its present terms is to become effective December 5, 
1927, has been further modified so that it will become effective 
February 3, 1928. 

No. 19694, the St. Regis Paper Co. vs. Santa Fe et al. Inter- 
national Paper Co. and Canadian International Paper Co. per- 
mitted to intervene. 

No. 19960, the Texas Co. vs. Santa Fe et al. Standard Oil 
Co. of California; Standard Oil Co.; Shell Company of California; 
Shell Oil Company of Arizona; Union Oil Company of California; 
Union Oil Company of Arizona permitted to intervene. 

No. 19960, Sub. No. 1, the Texas Co. vs. Santa Fe et al. 
Standard Oil Co. of California; Shell Co. of California; and 
Union Oil Co. of California permitted to intervene. 

Finance No. 6412, in the matter of the joint application of 
the Chicago, Rock Island & Pacific and Choctaw, Oklahoma & 
Gulf for a certificate authorizing the first-named company to 
abandon the operation and line of railroad in Jackson county, 
Ark., and authorizing the last-named company to abandon said 
line of railroad. White & Black River Valley permitted to in- 
tervene. 

Finance No. 5661, Construction of extension by New Orleans 
Great Northern. Time prescribed in said certificate within which 
New Orleans Great Northern shall complete construction of ex- 
tension of its line of railroad therein authorized has been ex- 
tended to and including January 1, 1929. 


FINANCE APPLICATIONS 


Finance No. 6589. The Lakeland Railway asks authority to op- 
erate propery formerly owned by the Milltown Air Line Railway 
Co., between Lakeland, Ga., and Naylor, Ga., a_ distance of 10 miles. 
The property has been purchased by the City of Lakeland, Fla., which 
proposes to operate it through the Lakeland Railway. The Milltown 
line was abandoned. The applicant said the city’s commercial life 
was threatened and property values seriously jeopardized by lack of 
this facility. 

Finance No. 6591. Norfolk Southern asks for authority to pledge 
securities for a short term loan of $1,500,000 and to sell $1,466,000 of 
mortgage bonds at 95% in connection with retirement of the loan. 

Finance No. 6590. The Pennsylvania Tunnel and Terminal Rail- 
road Co. asks authority to issue and deliver to the Pennsylvania Rail- 
road Co. $25,000,000 of capital stock, consisting of 250,000 shares of 
a par value of $100 a share, in reduction of a demand note of $83,- 
600,576.95, representing indebtedness of applicant to the Pennsylvania. 

Finance No. 6588. The Atlantic Coast Line Railroad Co. asks au- 
thority to hold in its treasury as nominally issued, $74,596,244.48 of 
general unified 4% gold bonds. 

Finance No. 6584. Western New York & Pennsylvania Railway Co. 
asks authority to issue $7,009,868.93 of preferred noncumulative 5 per 
cent stock and scrip, par value $50 a share, and $3,941,976.50 of com- 
mon stock and scrip, par value $50 a share, and to deliver same to 
the Pennsylvania Railroad Co. and other owners of common stock 
and income mortgage bonds. The applicant is a subsidiary of the 
Pennsylvania. 

Finance No. 6585. Superior & Southeastern Railway Co. asks 
authority to operate over logging railroads of the Edward Hines 
— & Hemlock Co. in Sawyer county, Wis., aggregating 39 
miles. 


UNCONTESTED FINANCE CASES 


Finance No. 6541. Chicago, St. Paul, Minneapolis & Omaha au- 
thorized to issue and sell $830,000 of equipment trust certificates at 
not less than 101.52 per cent of par and accrued dividends. 

Finance No. 6447. Pittsburgh, Youngstown & Ashtabula authorized 
to issue $1,485,000 of first general mortgage bonds to be delivered to 
Pennsylvania railroad, which was authorized to assume obligation 
and liability in respect of the bonds as lessee. 

Finance No. 6558. Mountain States Telephone & Telegraph Co. 
authorized to acquire telephone properties of R. L. Gray and Ruby 
B. Gray, doing business as the Nara Visa Telephone Co. 

Finance No. 5955, etc., Gainesville Midland reorganization, effective 
ya of certificate and order issued October 12, 1927, extended for 30 

ays. 


PETITIONS FOR REHEARING, ETC. 


No. 12556, J. F. Bloom & Co. vs. Director-General, as agent, 
et al. omplainant petitions for reopening and reconsideration 
of the decision as entered therein under date of October 4, 1927, 
with respect to certain shipments of dressed granite and granite 
monuments, in carloads, from Barre and South Ryegate, Vt., 
to Omaha, Neb., Douglas and Casper, Wyo., and one carload of 
granite from Mount Airy, N. C., to Lander, Wyo. 

No. 14995, Phillips Petroleum Co. vs. Santa Fe et al., and 
cases grouped therewith. Eastern Trunk Line and Central 
Freight Association carriers petition for reopening of Phillips 
Petroleum Case, No. 14995, and consolidation and suspension of 
all of the above proceedings, pending decision in the general 
petroleum investigation, No. 18458. 


CONSOLIDATED SOUTHWESTERN CASES 


Atlantic seaboard traffic associations have asked permission 
to intervene in No. 13535, Consolidated Southwestern Cases, to 
have those cases reconsidered and findings and orders therein 
modified. The petitioners are Associated Industries of Massa- 
chusetts, Baltimore Chamber of Commerce, Baltimore Canned 
Food Exchange, Binghamton Chamber of Commerce, Boston 
Chamber of Commerce, Brooklyn Chamber of Commerce, Manu- 
facturers’ Association of Connecticut, Merchants’ Association of 
New York, New England Traffic League, Philadelphia Chamber 
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of Commerce, Queensboro Chamber of Commerce, Shippery 
Conference of Greater New York and the Trenton Chamber of 
Commerce. 

The petitioners ask the Commission to allow the present At. 
lantic seaboard grouping of rates to stand, authorize the oceap 
lines to initiate and publish the rail-ocean-rail rates, modify its 
findings so that the Atlantic seaboard territory will be given the 
full benefit of its geographical location and its low-cost vesgge| 
transportation and relieve the Atlantic seaboard from a prospec. 
tive inelastic or frozen structure of ocean-rail rates. 

Among the outstanding allegations is the one that the con. 
plaints which were consolidated to create Consolidated South. 
western Cases, as understood by the petitioners, did not bring 
into issue the ocean-rail rates from the seaboard territory to 
the southwest. They said that not understanding that their rates 
were involved, eastern shippers were not fully represented in 
the hearings, nor was their side of the case presented. 

The eastern shippers object to the division of Atlantic sea. 
board territory into six rate groups as required by the order ip 
this case. They say that division will destroy the existing parity 
by compelling some shippers in that territory to pay higher 
rates than competitors in the same territory. They ask for a 
modification of finding No. 11, under which big increases in rates 
from their territory to the southwest will be brought about, 
They submitted a table showing that rates from St. Louis to 
Galveston and Houston would be increased in small amounts on 
the first three classes, in no case more than 3% cents and in one 
instance only 1 cent, while the reductions would amount to as 
much as 32% cents. But the rates from New York, they say, will 
be increased 47 cents first class, while the only reduction of any 
moment will be in class E, 19% cents. That rate from St. Louis 
will also be reduced by that amount. The disadvantage at in- 
terior points in seaboard territory, they say, will be even greater, 
because the proposed increases of rates in many cases exceed 
the proposed rates from New York City. 


“This adjustment neutralizes to a very large extent the ad- 
vantages of water transportation,” say the petitioners, “and 
therefore does not carry out the mandate of Congress in section 
500 of the transportation act.” 


The petitioners also object to that part of the Commission’s 
finding and order requiring the publication of joint rail-ocean 
rates. They support the position of the steamship lines, the 
latter contending that the requirement about such tariffs would 
place the publication of ocean-rail rates in the hands of the 
hostile rail lines. 


The eastern shippers suggest that if the Commission adheres 
to its findings and order, the effect will be to freeze ocean-rail 
rates and cause a substantial diversion of freight from the regu- 
lated rail and steamship lines to the unregulated truck and 
steamship lines, the trucks being used to get the freight to and 
from the ports, and the unregulated steamship lines being used 
at the port-to-port rates for the ocean transportation. The peti- 
tioners assert that the hostility of the all-rail lines to the rail- 
ocean-rail routes is a matter of common knowledge. Further, 
they say, it seems that if the vessel lines are deprived of the 
right to publish rail-ocean-rail rates and if the privilege of pub- 
lishing such rates is confined to the rail carriers, then the rail 
carrers will use the tariff publishing power to suppress com- 
peting water lines as effectually as they used the ownership 
plan which was condemned in section 5 (9) of the statute. The 
petitioners further assert some of the rail lines solicit traffic for 
all-rail movement despite the fact that their revenues would be 
larger if the traffic were moved on rail-ocean-rail rates. The his- 
tory of the opposition of the rail lines to the development of 
water transportation, they assert, precludes the thought that 
the rail lines will use the tariff publishing power to encourage 
competition by the ocean lines. They say the trunk and New 
England lines have tactily, if not openly, opposed the operation 
of the ocean routes. To place the control of ocean-rail rates in 
the hands of competing rail carriers, they declare, will be repug- 
nant to every principle of common fairness. 


The Columbus & Greenville, by M. V. Hutchinson, its gen- 
eral freight agent, has petitioned the Commission for modifica- 
tion of its findings and order in No. 13535 and related cases. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended November 5 totaled 19,396 cars, as compared with 28,752 
cars (revised) the preceding week and 25,181 cars in the cor- 
responding period of 1926, according to the Bureau of Agricul- 
tural Economics of the Department of Agriculture. Shipments 
were reported as follows: 


Apples, 5,844 cars; imports, 6 cars; asparagus, 5 cars; cabbage, 
738 cars; cauliflower, 184 cars; celery, 582 cars; eggplant, 14 cars; 
grapefruit, 396 cars; imports, 42 cars; grapes, 2,094 cars; green peas, 
16 cars; lemons, 83 cars; lettuce, 505 cars; miscellaneous melons, 33 
cars; mixed citrus fruit, 201 cars; mixed deciduous fruit, 33 cars; 
mixed vegetables, 306 cars; onions, 666 cars; oranges, 627 cars, im- 
ports, 47 cars; pears, 202 cars; peppers, 76 cars; plums and prunes, 2 
cars; spinach, 174 cars; string beans, 246 cars; sweet potatoes, 723 
cars; tomatoes, 376 cars; potatoes, 5,270 cars; imports, 58 cars. 
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COAL RATES AND RECONSIGNMENT 


A coal reconsignment tariff question is answered by Exam- 
iner C. E. Simmons in No. 19368, A. S. Nowlin & Co. vs. Norfolk 
& Western. The query was as to what rate and charges were 
applicable on a carload of coal shipped from Gary, W. Va., to 
Rivermont, Va. The carrier presented a bill for an undercharge 
of $75.98. The complaint was filed with a view to authorizing 
the waiver of the undercharge. 

While the car was in transit the consignor ordered it re- 
consigned to Alta Vista, Va. The reconsignment was accom- 
plished at Bluefield, W. Va. After the car left Bluefield the 
reconsignment order was canceled and the car allowed to go 
to original billed destination, the second change in billing being 
accomplished at Lynchburg. 

Simmons set forth and discussed the provisions of the 
reconsignment tariff. He said it did not authorize a second 
reconsignment short of billed destination, except as provided 
in paragraph (c); neither did it, as applied in these circum- 
stances, authorize a charge of $6.30 for a second reconsignment 
nor the assessment of a combination of locals based upon 
either Bluefield or Lynchburg, the reconsignment points. Un- 
der the tariff, he said, there was no applicable rate. In accord- 
ance with the rule laid down in Memphis Freight Bureau vs. 
K. C. S., 17 I. C. C. 90, he determined what was the reasonable 
charge for the service. He said no additional service was per- 
formed by the carrier other than the changes in billing at 
Bluefield and Lynchburg. The shipment, he said, moved as 
and retained the characteristics of a through shipment. Gen- 
erally speaking, he said, the rate for a through shipment should 
be somewhat lower than the separately established local rates. 
He said that except as to the charge of $2.70 for the first recon- 
signment, the rate and charges sought to be collected were 
inapplicable. He said the Commission should find that for the 
service rendered a rate of $2.39, plus a charge of $6.30 for, the 
second reconsignment, was reasonable. That would leave out- 
standing an undercharge of only $2.70 instead of the larger 
amount claimed by the carrier. The charges of the carrier, re- 
sulting in the claim for undercharge, were calculated on a 
combination of $3.78, composed of $1.39 to Bluefield and $2.39 
beyond, plus a charge of $2.70 for the first reconsignment and 
$6.30 for a second. The complainant argued that the applicable 
rate was $2.39 and that no reconsignment charges should be 
collected. The defendant claimed that the Bluefield combination 
plus two reconsignment charges was applicable. 


WISCONSIN CHEESE CASE 


Attorney-Examiner William A. Disque, in No. 17713, Edward 
Nordman, commissioner of markets of the state of Wisconsin, 
vs. Aberdeen & Rockfish et al., and No. 18281, Ridenour-Baker 
Grocery Co. et al. vs. Santa Fe et al., says the Commission should 
find unreasonable the rates and ratings on cheese, in carloads, 
from points in Wisconsin to destinations throughout the United 
States, and from Chicago, IIll., to destinations in the southwest 
as well as from Pine Island, Minn., to Kansas City, Mo., to the 
extent they exceed fourth class, minimum 24,000 pounds. He 
says the present rating of second class on less-than-carloads 
should be found not unreasonable. 

The leading complaint attacked all the rates and ratings 
on cheese from Wisconsin to destinations throughout the United 
States, as well as the carload commodity rates on cheese from 
Chicago to destinations in Oklahoma, Arkansas, Texas and Lou- 
isiana, as unreasonable in violation of section 1. In the case 
joined with the title complaint, called by Disque the Wisconsin 
Cheese Case, attack was made on the carload rates from points 
in Wisconsin and from Pine Island, Minn., to Kansas City as 
being unreasonable, illegal and in violation of section 4. The 
Wisconsin complaint asked for rates and ratings for the future. 
The other complaint asked for rates for the future and repara- 
tion on past shipments and pendent lite. The cases were heard 
separately, but Disque said that necessarily the conclusions in 
the Wisconsin case should govern the Ridenour case. Therefore 
he disposed of that case in this report. There were many in- 
terventions in the cases. 

The Wisconsin complainant, Disque said, sought third class 
for L. C. L. and, generally speaking, fourth class, minimum 
20,000 pounds, and fifth class on 30,000 pounds, in carloads. In- 
terveners offered many different suggestions. Interveners were 
packers and commercial organizations in the affected territory 
of origin. The complainant contended that the cheese industry 
was in a depressed condition and invoked the Hoch-Smith res- 
olution. Disque said, however, it should be understood that 
complainants’ main reliance was not based in any way upon that 
resolution. He said the complainants only claimed whatever 
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benefits they were justly entitled to thereunder, being satisfied 
that their evidence established the intrinsic unreasonableness 
of the present ratings and rates. The Wisconsin complainant 
contended that dairying was the primal function of the Wisconsin 
farm. 

In a discussion as to whether the farmer would obtain the 
benefit of reduced rates, Disque said the Wisconsin complainant 
contended that even if the farmer did not directly benefit from 
a rate reduction such a reduction would tend to lower the retail 
price and thus increase the volume of demand, and that the 
greater the demand the higher the price paid to the farmer. 
Defendants, he said, pointed out that this theory would ulti- 
mately result in an increase in the retail price and a consequent 
dropping off in demand, to the detriment of the producer. 
Furthermore, he said, the railroads submitted figures based on 
an assumed rate of $1 per 100 pounds, which showed that, even 
if the rate were reduced 50 per cent, and the entire reduction 
accrued to the farmer, it would amount to but $27.22 a year 
per dairy farmer. But an assumed rate of $1, Disque said, might 
be, and probably was, too low. 

“The record creates the definite impression,” said Disque, 
“that any reduction in the rate adjustment which may reasonably 
be required would be of such inconsequential benefit to the 
farmer as in no way to affect his financial condition.” 

“The Commission should find,’ said Disque at another point, 
“that the freedom of movement contemplated by the Hoch-Smith 
resolution already exists in the cheese industry, and the con- 
clusions herein will, therefore, rest mainly upon the evidence 
submitted bearing upon the reasonableness of the present ad- 
justment.” 

Disque discussed the rate adjustment in the big rate terri- 
tories, the cases bearing on it and the minimum weights and 
came to the conclusion that the rating, generally third class, 
should be reduced to fourth class on a minimum of 24,000 pounds. 
Questions as to how the new basis should be applied, how dis- 
tances should be calculated were left to be handled for the 
present under the rules the carriers now have. 


PROPOSED FERTILIZER REVISION 


Readjustment and revision of rates on fertilizer, fertilizer 
materials and nitrate of soda to the bases laid down in prior 
cases has been recommended by Examiner F. D. Binkley in No. 
18066, Little Rock Chamber of Commerce et al. vs. Alabama 
Great Southern et al., a subnumber thereunder, and I. and S. 
No. 2734, Nitrate of Soda from New Orleans, La., and sub-ports 
to Arkansas and Oklahoma. He recommends readjustment of 
rates in the past and the present, on fertilizer and fertilizer 
materials to the basis of the Commission’s report in Memphis- 
Southwestern Investigation, 77 I. C. C. 478, and on nitrate of soda 
to the basis of the scale prescribed in New Orleans Joint Traffic 
Bureau vs. A. & V., 89 I. C. C. 223. For the future he recom- 
mends revision on all the commodities to the basis of rates pre- 
scribed in Consolidated Southwestern Cases, 123 I. C. C. 203. 

This readjustment and revision are to apply from New Or- 
leans and sub-ports, Gulfport, Miss., and Mobile, Ala., to Mar- 
shall, Longview, Henderson, Palestine, Pittsburgh and Sulphur 
Springs, Tex., and to the Louisiana intrastate rates west of the 
Mississippi river and from New Orleans and points in the New 
Orleans district in Louisiana east of the Mississippi to destina- 
tions west of the river on commercial fertilizer and acid phos- 
phate. 

The examiner said the Commission should find the proposed 
increased rates on nitrate of soda, carloads, from New Orleans 
and sub-ports to destinations in Arkansas and Oklahoma not jus- 
tified, order the suspended schedules cancelled and discontinue 
the proceedings. 

The findings upon which the recommendations are based are 
on undue prejudice and unjust discrimination, the latter being 
against the Louisiana intrastate rates. 

Briefly stated, the examiner said these proceedings brought 
into issue the rates on fertilizer and fertilizer materials, car- 
loads, in the territory comprising Arkansas, southern Missouri, 
western Louisiana, eastern Oklahoma, and northeastern Texas, 
and rates to that territory from gulf ports and producing points 
in Louisiana, Mississippi and Alabama, and. from the Mississippi 
crossings, St. Louis, Mo., and south, and also rates from the 
same gulf ports to destinations in Mississippi and to certain of 
the crossings, St. Louis, and south. He said that while the issues 
in the suspension proceeding were closely related to those in 
the complaint cases, they would be treated separately. 

Copies of the complaints were sent to the authorities of 
Arkansas, Mississippi, Louisiana and Missouri, but only the 
Mississippi commission, the report showed, was represented at 
the hearing. After the hearing, it said, the Louisiana commis- 
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sion intervened. Fertilizer manufacturers, and dealers and 
civic and commercial organizations, however, intervened in the 
cases. 

The title complainants alleged violation of the first three 
and thirteenth sections,.the Louisiana intrastate rates being cov- 
ered by the thirteenth section allegation. In some instances the 
rates were also alleged to be in violation of the two parts of 
the fourth section, Arkansas points being the points of origin 
of their traffic. The sub-number complaint was brought by 
northeastern Texas manufacturers. They also complained about 
the Louisiana intrastate rates. The language about violation 
of section 13 was broad but at the hearing, the examiner said, 
it was limited to the Louisiana rates. The language of the Ar- 
kansas complainants was broad enough to cover Arkansas intra- 
state rates but modifications limited the attack to Arkansas 
interstate rates. 

In a long report on the subject the examiner discussed the 
testimony in the light of the great number of cases on fertilizer 
and fertilizer materials cited in the course of the hearing. In 
disposing of the cases, he said: 


The commission should find that the all-rail domestic import and 
coastwise rates on fertilizer and fertilizer materials, in carloads, from 
New Orleans, New Orleans sub-ports, Gulfport and Mobile to points 
in Arkansas, and the rates on fertilizer products (commercial fer- 
tilizer) from Little Rock to points in Arkansas, Louisiana, Oklahoma, 
Missouri and Mississippi were not and are not ‘unreasonable or other- 
wise unlawful. 

The Commission should further find that the all-rail domestic, 
import and coastwise rates on the same commodities from New Or- 
leans, sub-ports and producing points in the New Orleans district, 
Gulfport, and Mobilesto Marshall, Longview, Henderson, Palestine, 
Pittsburgh and Sulphur Springs are not unreasonable or otherwise 
unlawful; except the domestic rates from New Orleans and produc- 
ing points taking the same rates to Longview, Henderson, Pales- 
tine, Pittsburgh and Sulphur Springs were and are unduly prejudicial 
to complainants located at those points and unduly preferential of 
complainants’ competitors at Shreveport to the extent they exceed 
or may exceed rates on the basis of the distance scale applicable 
on those commodities, other than on nitrate of soda, prescribed in 
Memphis-Southwestern Investigation, supra, and rates on: nitrate of 
soda on the basis of the scale prescribed in New Orleans Joint Traffic 
Bureau vs. A. & V. Ry. Co., supra; and, for the future, rates on nitrate 
of soda and the domestic rates on fertilizer and fertilizer materials 
will be unduly prejudicial to the same complainants and unduly pref- 
erential to complainants’ competitors at Shreveport to the extent they 
exceed or may exceed rates prescribed in Consolidated Southwestern 
pees supra, in which case the order provides for the relief here 
sought. 

The Commission should further find that the maintenance of 
the present intrastate rates between points in Louisiana west of the 
Mississippi River and from New Orleans and points in the New 
Orleans district in Louisiana east of the Mississippi River to points 
in Louisiana west of the Mississippi River on acid phosphate and 
commercial fertilizer results and will result in undue preference of 
manufacturers and shippérs at Shreveport and other points in Louisi- 
ana of these localities and of Louisiana intrastate traffic and undue 
prejudice to complainants and localities in interstate commerce and 
in unjust discrimination against interstate commerce; and that such 
undue prejudice and unjust discrimination be removed by the estab- 
lishment and maintenance of intrastate rates in western Louisiana 
on these commodities on the basis of rates on those commodities pre- 

. scribed in Consolidated Southwestern Cases, supra. 

The Commission should further find that the proposed increased 
rates on nitrate of soda, in carloads, from New Orleans and sub- 
ports to points on lines designate Class A in Agent Leland’s tariff, 
I. C, C. No. 1645, in Arkansas and Oklahoma have not been justified, 
and the suspended schedules should be cancelled and the proceedings 
discontinued. 

Appropriate orders should be entered. 


FRUIT AND VEGETABLE RATES 


Attorney-Examiner William A. Disque has recommended the 
dismissal of No. 19298, John F. Barker Produce Co. vs. Santa Fe 
et al., and a sub-number thereunder, Arizona Grocery Co. vs. 
Same, on a finding that the rates on fruits, vegetables, and mel- 
ons, carloads, from points in California, to Phoenix, Mesa, and 
Tucson, Ariz., are not unreasonable or unduly prejudicial. Com- 
plainants, dealers at Tucson, Phoenix and Mesa, Ariz., alleged 
the rates from Imperial Valley and other points in California to 
Arizona were unreasonable and unduly prejudicial. The allega- 
tion of undue prejudice, Disque said, was abandoned. 

Disque said the rates assailed were practically on the class 
C basis or lower. The complainants, he said, asserted that the 
rates assailed should be measured by those prescribed for similar 
distances in Consolidated Southwestern Cases, 123 I. C. C. 203. 
They pointed out that the first class rates prescribed in that 
case compared favorably with those prescribed for general ‘ap- 
plication between points in Arizona, on the one hand, and points 
in California and New Mexico and El Paso, Tex., on the other, 
in Arizona Corporation Commission vs. A. E., 113 I. C. C. 52, 
as a temporary expedient. That case is now pending on 
reargument. In disposing of the case Disque said the record 
did not establish that the rates asSailed were or are unreason- 
able. That does not mean, says the report, that any of the rates 
assailed may ultimately exceed the class rates prescribed in the 
Arizona Corporation Commission case, supra. 


LINTER RATES APPLICABLE 


Examiner T. K. Carpenter has recommended the dismissal 
of No. 19277, Harry Schimmel vs. Missouri P&cific et al., on a 
finding that the rates charged on shipments billed as cottonseed- 
hull fiber or shavings, in carloads, from Memphis, Tenn., to 
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Trunk Line and New England territory destinations, made jp 
the early part of 1926, are not inapplicable. The Southern 
Weighing and Inspection Bureau inspected the shipments, cane 
to the conclusion they consisted of second-cut linters, and ap. 
plied the cotton linter rates. The complainant contended the 
shipments consisted of shavings and sought reparation to that 
basis. The examiner said that the weakness in the complaip. 
ant’s case was that the price paid for the commodity shipped 
was not shown to have been the market price of shavings. He 
said Schimmel had not sustained the burden of proof. 


GLASS SAND RATES 


Examiner Paul O. Carter, in No. 18566, T. C. Wheaton Co, 
et al. vs. B. & O. et al., said the Commission should find the 
rate on glass sand, from producing points in West Virginia to 
Millville, N. J., unreasonable to the extent it exceeded, exceeds 
or may exceed, for the two years prior to July 25, 1926, and for 
the future, $2.80 per net ton. Berkeley Springs, Great Cacapon, 
and Hancock are named as points of origin in the finding. He 
said reparation should be awarded. 

The report also covers a sub-number under the title com. 
plaint, Carr-Lowrey Glass Co. vs. B. & O. et al., and No. 18260, 
Old Dominion Glass Corporation vs. B. & O. et al. Carter said 
the additional complaints mentioned should be dismissed on a 
finding that the rates on glass sand, from the producing points 
in West Virginia, to Baltimore, Md., and Alexandria, Va., were 
not unreasonable. 


RATES ON RIG IRONS 


An award of reparation has been recommended by Attorney. 
Examiner Alfred G. Hagerty in No. 19205, Bradford Rig & Reel 
Co. et al. vs. Santa Fe et al., embracing also a sub-number, 
United Iron Works, Inc., vs. Same, on a finding of unreasonable. 
ness as to rates on rig irons, straight carloads, from Iola, Kan, 
to destinations in Arkansas, Oklahoma, Texas and Louisiana, 
subsequent to January 14, 1925. Prayers of complainants for 
future relief have already been granted in Consolidated South- 
western Cases, 123 I. C. C. 203, according to the report. The 
attorney-examiner recommended reparation to the basis of the 
rates prescribed in the Consolidated Southwestern Cases at pages 
329, 400, 463, 464, and more particularly identified in Appendix 
13, page 450, under “Column 38,” in conjunction with Appendix 
18, page 477, plus the differentials there prescribed where ap- 
plicable in Texas and Oklahoma differential territory. He said 
alleged undercharges on shipments described in the sub-number 
should be waived and the charges adjusted in accordance with 
the foregoing findings. 


OIL RATES UNREASONABLE 


Attorney-Examiner William A. Disque, in No. 19516, Arizona 
Corporation Commission et al. vs. Santa Fe et al. and a sub- 
number thereunder, L. J. Hall vs. Same, has recommended that 
the Commission find rates on petroleum products, carloads, from 
points in southern California to destinations in Arizona and 
New Mexico unreasonable, but not unjustly discriminatory or 
unduly prejudicial, to the extent they exceeded, exceed or may 
exceed, on refined oil, 70 cents to Arizona destinations, 80 cents 
to New Mexico destinations, and, on distillate, 80 per cent of the 
rates on refined products. He has recommended reparation. 

The carriers contended there should be no reparation be- 
cause the basis of rates to the Arizona destinations in effect 
prior to August 6, 1926, was approved in the Pacific Creamery 
case, 42 I. C. C. 93. The rate to the principal New Mexico desti- 
nations was $1.06, that rate being the result of the creamery 
case. On August 6 the present rates were put in in compliance 
with Associated Oil Co. vs. Arizona Eastern, 112 I. C. C. 350. 
To New Mexico destinations a rate of 93 cents applies, gen- 
erally, and 80 cents to Arizona, generally. Rates on distillate 
are much lower, the basis prescribed being 80 per. cent of the 
refined rates in the creamery case. In the Associated case, they 
were approved on the supposition that they were on that basis. 
Disque said, however, that they were above the basis, the excess 
being due to the working out of the general increases and one 
general reduction. Incidentally, he said, it might be observed 
that the distillate rates from El Paso, Tex., to New Mexico points 
were only about 70 per cent of the refined rates, although in the 
Associated case, he said, the Commission said they should be 
made to conform with the basis described from southern Cali- 
fornia in the creamery case. 


CASINGHEAD GASOLINE RATES 


Attorney-Examiner William A. Disque has advised the Com- 
mission to dismiss No. 19364, Gilliland Oil Co. of New Mexico 
vs. Santa Fe et al. on a finding that the rates charged on ship- 
ments of casinghead gasoline from points in Oklahoma to Albu- 
querque, N. M., subsequent to October 13, 1925, were not un- 
reasonable. Rates of 85 and 80 cents, Disque said, applied from 
various points in Oklahoma prior to and after August 17, 1926. 
He said that some of the shipments might have been over- 
charged, as charges on rates as high as $1.04 were shown. The 
80-cent rate, he said, was prescribed for the future in Associated 
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Oil Co. vs. Arizona Eastern, 112 I. C. C. 350, for petroleum prod- 
ucts generally, including casinghead gasoline. 

Complainant, Disque said, would have the Commission de- 
termine what would have been proper rates on refined petroleum 
products and then prescribe rates on casinghead gasoline on a 
much lower basis because casinghead gasoline is not a product 
of refining and is not used as a finished product, but for blending 
with heavier gasoline to make it more volatile and efficient. 
Disque said the complaint did not mention casinghead gasoline 
and that the defendants came to the hearing with the under- 
standing that all that complainant sought was retroactive effect 
of the 80-cent rate. 

In disposing of the case, Disque said the carriers were at 
liberty, within proper limits, to make lower rates on casinghead 
gasoline than on refined petroleum products, but that on this 
record that should not be required. He said the record did not 
establish that the rates assailed were unreasonable, adding that 
if any of the shipments were overcharged prompt refund should 


be made. 


CARLOAD RATES ON EGGS 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 18906, Quiroga and Co., Inc., vs. Santa Fe et al., on a 
finding that rates on eggs, in carloads, from points in Iowa, 
Kansas, Missouri, and Oklahoma to New Orleans, La., and Key 
West, Fla., stored in transit at Chicago, between February 26, 
1924, and August 15, 1926, were not unreasonable. The rates 
were alleged to be in violation of the first four sections of the 
interstate commerce act. The report also covers No. 18995, 
Same vs. Same, and a sub-number under the last mentioned, 
Same vs. Same. 

Smith said that in Consolidated Southwestern Cases, 123 
L GC. C. 208, the Commission prescribed maximum reasonable 
rates on eggs, from the territory under consideration, to New 
Orleans and that the record presented did not warrant a modifi- 
cation of that report. He said that the rates approved in that 
case, in some instances would be higher and in some instances 
lower than the rates assailed. He said that reparation should 
not be awarded, in this case, on the basis of the finding in the 
Southwestern cases. 


OVERCHARGE ON CHARCOAL 


Examiner H. L. Main, in No. 19712, Southern Wood Prod- 
ucts Company vs. L. & N. et al., says the Commission should 
find that a carload shipment of charcoal from Gaskins Siding, 
Fla., to Evansville, Ind., made in 1926, was overcharged but 
that the applicable rate was not unreasonable or otherwise in 
violation of law. The overcharge was admitted but the com- 
plainant sought reparation to the basis of a subsequently es- 
tablished rate of $7.09 per net ton. The examiner said the 
applicable rate was $10.15. 


MATCH RATE NOT UNREASONABLE 


Examiner Richard Yardley has recommended the dismissal 
of No. 19676, Federal Match Corporation et al. vs. Southern 
Pacific, on a finding that a fourth class rate of 82 cents on 
matches originating at Bloomsburg, Pa., shipped from San Fran- 
cisco to Weed, Calif., is not unreasonable. The complainant 
contended the rate should not be higher than 36 cents, which is 
the rate from San Francisco to Portland, Ore. Weed is inter- 
mediate between those points. The examiner said the de- 
fendants pointed out that the rate to Portland was protected 
by a fourth section order issued on account of the keen water 
competition along the Pacific coast. 


SCRAP PAPER RATE 


Examiner F. A. Clifford has recommended the dismissal of 
No. 19636, Sinaiko Brothers Company vs. C. M. & St. P. et al., 
on a finding that a local rate of 15.5 cents per 100 pounds ap- 
plied on a carload of scrap paper shipped from Madison to 
Eau Claire, Wis., over an interstate route, in September, 1925, 
was applicable. The complainant contended that a commodity 
rate of 10.5 cents was applicable. The question, the examiner 
said, was one of tariff interpretation. 


CHEESE TO PACIFIC COAST 


Attorney-Examiner William A. Disque, in No. 19548, Kraft 
Cheese Co. et al. vs. Los Angeles & Salt Lake et al., has recom- 
mended that the Commission find unreasonable, but not unduly 
prejudicial or unjustly discriminatory rates on cheese, in car- 
loads, from points in Idaho, Illinois and Wisconsin to destina- 
tions in the Pacific coast states, prescribe new ones and award 
reparaton. He said the Commission should find the rates un- 
reasonable to the extent that they exceeded, exceed or may 
exceed $1.53 from the Idaho points and $2.85 from the Illinois 


and Wisconsin points. j 


RATE ON TEA 


Dismissal has been recommended by Examiner Harris 
Fleming in No. 19344, J. A. Folger & Co. vs. Santa Fe et al., on 
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a finding that application of the second class rate on tea, car- 
loads, from Kansas City, Mo., to Dallas, Tex., was not and is not 
unreasonable, and that the second class rate charged complain- 
ant’s shipments was not unreasonable in the period of move- 
ment. In view of the class rates prescribed in the territory 
involved, in Consolidated Southwestern Cases, 123 I. C. C. 203, 
no finding was necessary as to the level of the class rate to be 
observed in the future, said the examiner. 


LIVE RABBIT RATING 


Examiner Albert A. Mattson has recommended the dismissal 
of No. 19578, American Rabbit & Cavy Breeders’ Association, 
Inc., vs. American Railway Express Co. et al., on a finding that 
first class rates and rating on live rabbits and hares, in coops 
or crates, in Official Express Classification, between points 
throughout the United States, are not unreasonable or otherwise 
unlawful. Second class rates and rating were sought for future 
application throughout the country. 


LEATHER GLOVE RATE APPLICABLE 


An order of dismissal has been recommended by Mxaminer 
Paul A. Colvin in No. 19722, Gordon & Ferguson vs. Chicago, 
Rock Island & Pacific, on a finding that the rate charged on 
five less-than-carload shipments of leather gloves, from Napa, 
Calif., to St. Paul, Minn., in 1925, was applicable. The allega- 
tion was that it was inapplicable. It was contended that as 
“clothing,” as used in the Consolidated Classification, was un- 
modified, the rating on clothing was applicable. The item reads: 
“Clothing, including knit clothing, cotton or woolen.” The claim 
was that the words “cotton or woolen” referred only to knit 
clothing, so that the rating item included the leather gloves. 
The examiner said that the Commission frequently had found 
that doubt as to the meaning of a tariff had to be resolved in 
favor of the shipper, but that the doubt had to be a reasonable 
one. He said that, looking at the tariff item under considera- 
tion from a practical and ordinary point of view, it was reason- 
able to construe the words “cotton or woolen” as applying to 
the whole item and limiting it to articles made from such 
fabrics. 


FINAL VALUATION REPORTS 


Valuation No. 699, Apalachicola Northern Railroad Co., opinion 
No. B-592, 130 I. C. C. 736-60, final value, for rate-making purposes, 
of the property owned and used for common carrier purposes, found 
to be $1,640,000, as of June 30, 1917. 

Valuation No. 137, Sunset Railway Co., opinion No. B-586, 130 
I. C. C. 628-55, final value for rate-making purposes of property owned 
and used for common carrier purposes found to be $1,083,800, and of 
used but not owned property, $96,134, as of June 30, 1916. 

Valuation No. 1027, Rowlesburg & Southern Railroad Co., opinion 
No. B-585, 130 I. C. C. 620-27, final value for rate-making purposes 
of property owned and used for common carrier purposes found to 
be $84,250, as of June 30, 1918. 


GREAT NORTHERN VALUATION 


A final valuation of $382,400,000 on owned and used property 
of the Great Northern Railway Co., as of June 30, 1915, for 
rate-making purposes, is reported by the Commission in Valua- 
tion Docket No. 327, Great Northern Railway Co. et al., opinion 
No. B-596, 133 I. C. C. 1-373. The report also includes the valua- 
tion of the property of the Montana Eastern Railway Co., also 
Valuation Dockets No. 52, Farmers Grain & Shipping Co., No. 
53, Brandon, Devils Lake & Southern Railway Co., No. 82, Mon- 
tana Western Railway Co., No. 201, Minneapolis Western Rail- 
way Co., No. 218, Duluth Terminal Railway Co., and No. 218, 
the Duluth & Superior Bridge Co. 

Only eight of the eleven members of the Commission par- 
ticipated in the disposition of the cases. Commissioners Hall, 
Taylor and Brainerd did not participate. Commissioner Woodlock 
said he concurred in the instant case to the extent and for the 
reasons stated in his concurring expression in Delaware & 
Hudson Co., 116 I. C. C. 311. Commissioner Eastman dissented. 
He said that, in his opinion, the final value found by the ma- 
jority was higher than the facts justified. 

The Commission summarized its findings as follows: 


1. Principles and methods of valuation under section 19a of the 
interstate commerce act, stated in Texas Midland R. R., 75 I. C. C. 1, 
reaffirmed. 

2. The amounts ordinarily included in the unit prices for trans- 
portation of men, outfits, and supplies determined as percentages 
of the total cost, the percentage to vary with the character of the 
faa ae and relative distance from recognized sources for labor and 
supplies. 

3. Estimates of cost of reproduction new not to include amounts 
representing commissions paid general contractors. 

4. Embankment quantities which had subsided below the level of 
adjacent ground were omitted from the inventories showing cost of 
reproduction new upon the theory that this subsidence occurred dur- 
ing operation. When ascertaining the Y came necessary in reproduc- 
tion this subsidence should be included. 

5. When the available cost data for the 5 or 10 years preceding 
June 30, 1914, which represents the periods ordinarily considered when 
fixing unit prices, is insufficient to determine a normal price as of that 
date, earlier cost data may be used for this purpose, due con- 
sideration to the relative amounts of the data for the different pe 
and also the different price levels. Also, the cost data considered 
not be limited to that pertaining to the carrier under valuation, but 
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data pertaining to other carriers will be given such consideration as 
its character warrants. 

6. Commercial plants for the treatment of ties and timber may, 
as a practical matter, be assumed as existing in the vicinity of sub- 
stantial tie-producing regions. : 

7. The principles to be followed when ascertaining amounts to 
be included for transportation of construction material such as timber 
products, and rail, stated. For the former the rate of 0.6 cent per 
ton-mile and for the latter the rate of 0.5 cent per ton-mile found 
reasonable for the Great Northern system. ” 

8. When ascertaining the amount to be included for interest dur- 
ing construction, the valuation section is considered as available for 
revenue operation when traffic can be handled thereover. Hence, the 
construction of a switchback between tunnel portals, as an aid in 
the construction of the tunnel, and permitting the passage of trains 
over the section, determines the interest-bearing period for the valu- 
ation section, exclusive of the tunnel. 

9. The capitalization of annual charges for water rights is not 
conclusive evidence of the value of such rights, but may be considered 
when ascertaining their value. 

10. Duluth and Superior Bridge Company held not to be a com- 
mon carrier. 

11. Final value for rate-making purposes as of June 30, 1915, of 
the property owned or used by Great Northern Railway Company 
for common-carrier purposes found to be as follows: Owned and used 
sero sis used but not owned $4,684,437, and owned but not used 
1,180,815. 

12. Final value for rate-making purposes, as of June 30, 1914, of 
property used by Farmers Grain & Shipping Company for common- 
carrier purposes found to be as follows: Owned and used $524,742, 
and used but not owned $155,500. 

13. Final value for rate-making purposes, as of June 30, 1914, of 
common-carrier property owned by Brandon, Devils Lake & Southern 
Railway Company, but not used by it, found to be $155,500. 

14. Final value for rate-making purposes, as of June 30, 1915, of 
the property owned and used by Montana Western Railway Company 
for common-carrier purposes found to be $185,600. 

15. Final value for rate-making purposes, as of June 30, 1916, of 
the property owned arid used by Minneapolis Western Railway Com- 
pany for common-carrier purposes found to be $716,992, and of prop- 
erty used but not owned, $81,496. 

16. Final value for rate-making purposes, as of June 30, 1916, of 
the property owned and used by Minneapolis Western Railway Com- 
pany for common-carrier purposes found to be $536,000. 


The report stated that the Great Northern asserted that the 
Commission’s failure to explain that its total par value of $607,- 
755,422.29 in stock and long-term debt included $215,227,000 par 
value of joint obligations of the Great Northern and Northern 
Pacific railway companies had induced misleading and injurious 
impressions regarding its capital structure. The Commission 
said the tentative report would be modified to set out the ex- 
planation sought by the carrier. It said full details regarding 
the joint obligations had been stated in the Commission’s ac- 
counting report. It said it appeared that since valuation date 
both the Great Northern and Northern Pacific had refunded with 
their own bonds the proportion of the joint obligations for which 
each was primarily responsible, and that neither now was in 
any way liable for the payment of the refunding bonds of the 
other. 


The Great Northern protested that the tentative valuation 
failed to include any amount for cost of development and going 
concern value and insisted that the cost of developing its prop- 
erty was not less than $70,000,000. This total included the sum 
of $25,000,000 sought by protestant for appreciation in its prop- 
erty, said the report. Referring to similar issues raised in the 
Santa Fe valuation case, the Commission said the protest had 
not been sustained. Under the heading of “Final Value,” the 
Commission said: 


Exclusive of the property of the Duluth & Superior Bridge Com- 
pany, which we herein find not to be a common carrier, we tenta- 
tively valued the properties of the corporations embraced in these 
proceedings and used for common-carrier purposes at $398,447,216, 
including working capital. This embraces $395,353,655 for the value 
of the property used by the Great Northern. Protestants differentiate 
between economic value and value for rate-making purposes, and 
contend that, except for the property of the Minneapolis Western 
and the Duluth Terminal, these two values of their common-carrier 
property are equal. The two carriers named allege that they enjoy 
certain advantages because of their strategic location, and, therefore, 
the economic values of their properties are greater than their value 
for rate-making purposes. We are here concerned with finding a 
value for rate-making purposes. Protestants contend for final values 
which aggregate $636,512,774 for all common-carrier property used by 
the carriers included in this report. The values sought for the re- 
spective properties are predicated on the carriers’ estimates of what 
must be expended to produce the physical properties used for com- 
mon-carrier purposes, ascertained by considering cost of reproduction 
new, the cost of lands and rights, and, in the case of operating 
properties, working capital. For the Great Northern specific amounts 
are also included for cost of development, including depreciation and 
appreciation. The total value sought for this carrier is $627,605,754. 
This latter sum embraces $467,774,779 representing the application 
of all the claims which the Great Northern makes for cost of repro- 
duction new of the property which it uses in the public service, 
$80,980,975 as the cost of acquiring its lands and rights and privileges 
therein, $63,000,000 for net cost of development, including depreciation 
and appreciation, and $15,850,000 for working capital; including ma- 
terial and supplies. The value thus sought exceeds that tentatively 
found by us in the sum of $232,252,099. 

We have explained our reasons for rejecting these claims, and 
also stated the principles which should apply when ascertaining these 
elements of value. The carrier’s contentions for including in final 
value amounts representing the estimated cost of acquiring its lands 
are untenable. Minnesota Rate Cases, 230 U. S. 352. 

In developing its theory for ascertaining the value of property 
devoted to the public use, the carrier starts with the propositions: 
First, that the control of public utilities arises from the absence 
of competition, and the restrictions which regulation places around 
common carriers should not exceed the restrictions which would 
be imposed by perfectly free competition if it existed. Second, that 
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under conditions of free competition, the price of any commodity 
tends to approach that level which is just sufficient to attract capita) 
to the enterprise, but that the requirements of this new capital are 
always determined by the requirements, meaning costs, of a non. 
existing plant or facility, rather than by those of one already created, 
From these premises the carrier argues that the return to railroag 
common carriers should be sufficient to induce the investment of 
new capital in such enterprises, which can be achieved only pb 
basing the return on what would be the cost, at prices current as 
of date of valuation, to reproduce in a new condition the property 
which is devoted to the public service, or to build another plant 
capable of performing the same service. We have heretofore re. 
ferred to the principles established in court decisions to guide jn 
determining the value of public utilities. These establish that each 
property should be considered individually, giving consideration not 
only to what it would cost to reproduce the existing plant, but 
also to other elements which relate to value. In some Cases this 
consideration may indicate that the cost of reproduction new should 
be the dominant factor in ascertaining value, but we are not con- 
vinced this is true for the properties we are here considering. In 
valuation cases already decided we have indicated some of the dan- 
gers: which we are convinced attach to the method proposed by the 
carrier. The arguments advanced by the carrier are in many re- 
spects similar. This protest is not sustained. 

The Great Northern protests our failure to find a value of its 
property as of the time of this proceeding. The act requires that 
these valuations be brought down to date, and it is our purpose to do 
so. The instant proceeding is in the nature of ascertaining a basis 
from which to start, and which may be brought down to date by 
such modifications as may be warranted by facts developed at some 
future date. 

_ The cost of reproduction new and cost of reproduction less depre- 

ciation of the property which the Great Northern owns we find to be 
$379,756,489 and $316,882,554, respectively, and the corresponding costs 
for the property which it uses we find to be $382,614,524 and $320,- 
164,945. We have been unable to report the original cost to date of 
the Great Northern’s common-carrier property, but have set forth 
in our_order herein all available information pertaining to this sub- 
ject. We also find the present value of lands owned, including rights 
to be $42,888,994 and that of lands and rights used, $42,941,480. On 
date of valuation the Great Northern had outstanding capital liabil- 
ities of a total par value of $607,755,422, of which $249,133,313 repre- 
sented preferred stock and $358,622,109 represented funded debt. These 
totals include securities issued against the Great Northern’s Canadian 
properties, which are not included in this report, and also include bonds 
issued jointly by the Great Northern and the Northern Pacific Railway 
in _the acquisition of capital stock of the Chicago, Burlington & 
Quincy Railroad Company, as explained in the order entered herein. 
The Great Northern’s investment in road and equipment, including 
land, is shown on its books to be $384,273,853.22. If certain charges 
are excluded, which under our accounting classification are chargeable 
to other accounts, the above amount would be reduced to $382,283,- 
398.35. The latter sum embraces $144,884,793.15 of recorded money 
outlay, the remainder representing, for the most part, the par value of 
securities issued or assumed. From 1890 to date of valuation the 
carrier’s aggregate railway operating expenses were approximately 
57 per cent of its operating revenues. During this same period it has 
consistently paid dividends, and during each of the 15 years preceding 
date of valuation the dividend rate was 7 per cent. 
_ We have given careful consideration to all facts of record pertain- 
ing to the value of the Great Northern’s railroad as an economically 
developed, well maintained, and seasoned property in successful oper- 
ation as a going concern. We find that the value for rate-making 
purposes of the property of the Great Northern, owned and used for 
purposes of a common carrier, is $382,400,000, of the property owned 
but not used $1,180,815, and of the property used but not owned 
$4,684,437. 

On like consideration of the facts of record pertaining to the 
values of the other carriers embraced in this report, we find that the 
final value for rate-making purposes of the property owned or used 
for common carrier purposes by each of these corporations is as 
set out below. 

—————- Final value 
Owned 


. Owned but Used but 
Carrier— and used not used not owned 
Montana Eastern Railway Company ........ errr 
Farmers’ Grain & Shipping Company $524,742 ......... $155,500 
Brandon, Devils Lake & Southern 
ONS COMIIRNS occcccceccwsss  senececs DS are 
Minneapolis Western Railway Com- 
ee eae eee Teeee ” -sexeedecs 81,496 
Duluth Terminal Railway Company eee ae er es 
BIOTEAME WOREGEE oiiccccccccccsewess 185,600 


Seer ewes a eeeenee 


We have included in the final values of the respective properties 
- Penta | a tas ee ee a $9,650,000 for the Great 
Northern, E or e Farmers’ Grain & Shipping Company, and 
$2,592 for the Minneapolis Western. eT — 


Orders will be entered in accordance with our findings herein. 


Commissioner Eastman, in his dissent, said his general rea- 
sons for differing with the method of valuation followed had 
been fully stated in previous cases, particularly in the San Pedro, 
Los Angeles & Salt Lake case. He said certain features of the 
instant case warranted further brief comment. Said he: 


In the case of the Great Northern proper, the cost of reproduction 
less depreciation of the | eae 4 owned and used for purposes of a 
common carrier is found to be $315,954,906. The present value of 
lands so owned and used is found to be $41,884,644, to which should 
be added $138,972 representing the present value of rights in the public 
domain, and $474,340 representing the present value of certain rights 
in private lands. Incidentally, the latter cost only $52,202. The allow- 
ance for working capital is $9,650,000. The total of these items is 
ore tae donk = — —— Log the — value found. How this 

,297, S to be accounted for I am unable from 
majority to determine. a 

In this case, also, I think that the evidence rather clearly indicates 
that the cost of reproduction new of the property at valuation date, 
based on the so-called 1914 unit prices, is in excess of the reasonable 
original cost. Among other things, the evidence of the state com- 
missions, even if allowance be made for its defects, points strongly 
in that direction. The present value of the lands and rights in lands 
owned and used for carrier purposes is found, as shown above, to be 
$42,497,986. In contrast, the carrier’s own claim of aggregate net outlay 
in connection with all of its lands, including those used for non-carrier 
purposes, is $20,183,310, and of this net amount our bureau was able 
to verify only $15,998,464. Furthermore, the present value of donated 
lands owned and used for carrier purposes is found to be $7,437,037, 
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and it appears that the carrier has realized in cash from other gifts, 
grants, and donations as much as $17,924,206. I am unable to perceive 
that the majority has accorded any weight to these facts. 


GOING CONCERN ALLOWANCE 


Attorneys for the Commission’s bureau of valuation have 
filed a reply to the argument of the Pennsylvania that it is 
entitled to an allowance of $100,000,000 in the Commission’s 
valuation of its property as “going-concern value.” Their reply 
is in support of what the Commission has done. They say the 
Pennsylvania is not entitled to such an allowance. They say 
the Pennsylvania was valued as a going concern. 

“The Commission has not made a separate allowance for 
going-concern values,” say the attorneys. “It has valued the 
property of the carrier as a going concern with an established 
pusiness in successful operation. The practice of the Com- 
mission in this respect has been stated in innumerable decisions. 
The method of valuaton adopted by the Commission has been 
approved in a number of court decisions.” 

The idea that the Pennsylvania was entitled to an allowance 
for “going-concern value” was put forth by Thomas W. Hulme, 
vice-president of the Pennsylvania in charge of its real estate, 
in testimony and in the company’s brief. 

After setting forth the contentions of the company, the 
bureau lawyers said the question of going-concern value was a 
question of fact and that the burden of proving an independent 
allowance therefor rested upon the one who asserted the right 
thereto. They said Mr. Hulme’s testimony did not furnish an 
accurate or dependable basis for the estimation of a separate 
allowance for going-concern value. They pointed out what they 
called his errors in calculating the value of the property to 
show why they asserted that his testimony did not afford such 
a basis as they indicated would be necessary to establish that 
the Pennsylvania was entitled to a separate allowance for going- 
concern value. 


SOUTHERN CLASS RATE ORDERS 


The Trafic World Washington Bureau 


The Commission has issued a supplemental Fourth Section 
Order, No. 9200, and Fourth Section Order No. 9700 in connec- 
tion with No. 13494, Southern Class Rate Investigation, to en- 
able carriers to make arrangements in connection with putting 
rates therein prescribed into effect. The effective date of the 
denial of relief in No. 9200, in so far as class rates are con- 
cerned, has been set as December 27. In so far as packing- 
house products, fresh meats, lard substitutes and cooking oils 
between southern territory, on the one hand, and official terri- 
tory on the other, and Ohio and Mississippi river crossings and 
Virginia gateways, on the one hand, and points in southern ter- 
ritory on the other, are involved, the effective date is March 27. 

In No. 9700, relief has been granted for six months, pro- 
vided applications, in accordance with fourth section order No. 
8900, are filed within five months, in which event relief will 
be continued until the applications have been disposed of. That 
order gives relief on packing-house products, etc., whether class 
or commodity, for ninety days from the establishment of the 
rates on which six months’ relief was granted. No. 9700 was 
issued in response to applications Nos. 13235, 13237, and 13238. 

With a view to giving all concerned more time in which 
to check rates carried in tariffs to be filed in compliance with 
the Commission’s findings in No. 13494, Southern Class Rate In- 
vestigation, the Commission, through Commissioner Eastman, 
has suggested that the carriers give not less than 40 days’ in- 
stead of 30 days’ notice of the new rates. No delay in filing 
the rates is suggested. The Commission, however, said it would 
give consideration to an application for an extension of not 
more than 13 days in the effective date of fourth section order 
No. 9200. 

These suggestions, for longer notice and extension of the 
time in the fourth section order, are contained in a letter written 
by Commissioner Eastman to Chairmen Barham, Morris, Galli- 
gan, Collyer, and Van Ummersen, of the freight associations 
directly involved in the case. The letter follows: 


The tariffs being published carrying out the findings in Southern 
Class Rate Investigation are voluminous and appear to be arranged in 
a materially differént manner from the tariffs which have heretofore 
been applicable. They cancel many existing tariffs. The carriers have 
worked under pressure in preparing such tariffs and it would be 
remarkable indeed if some errors are not made in the rates being 
published or in the cancellation of existing rates. Further, the Com- 
mission is informed that the carriers expect at the same time to 
revise rates to and from various points not directly covered by the 
findings, such as the rates between central territory and points in 
southern Virginia and the rates between Virginia and North Carolina. 

Under the circumstances it appears desirable that all interested 
parties have as much time as reasonably possible to examine the 
tariffs between the time they are filed and the time they become 
effective in order to discover any errors which may be contained 
therein and in order to consider the rates being published to and 
from points not covered by the findings and to file suspension re- 
quests with respect to such rates, should their interests appear to 
require such action. Accordingly I have been authorized by the Com- 
mission to suggest to the carriers that it is desirable that they pub- 
lish the rates under Southern Class Rate Investigation, including 
such collateral rates not covered by the decision as may be pro- 
posed, on not less than 40 days’ notice. No delay in filing these rates 
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is suggested. They should be published and filed at the same time as 
now contemplated but should be made effective on 40 instead of 30 
days’ notice. Knowing that the carriers are pressed for time to 
prepare the rates to become effective December 27, 1927, the present 
date effective of fourth section order No. 9200 denying existing relief 
in connection with the class rates in question, the Commission will 
give consideration to an application for an extension of not more 
than 13 days in the date effective of said fourth section order, in 
a to enable notice greater than 30 days to be given. 


/ SOUTHERN CLASSIFICATION HEARING 


The Trafic World New York Bureau 


The Southern Classification Committee, hearing protests 
from shippers as to proposed changes in the classification of 
certain commodities, was told at its sessions at the Hotel Mc- 
Alpin that the new schedule would open the door to foreign 
competition and impose a burden on manufacturers. 

Several traffic managers of manufacturing firms declared that 
the Commission, when it requested the southern carriers to 
change their classification to conform to classifications of the 
eastern and western territories, did not intend that rate should 
be increased. 

Stuart H. Brown, traffic manager of the Union Bag and 
Paper Company, said any advance in rates would be a violation 
of the intention of the Commission and that the proposed changes 
were unreasonable and unwarranted and would cause serious 
damage to the paper industry if put into effect. He said the 
southern railroads were the most prosperous in the country 
and were enjoying greater revenue than ever before, while the 
paper industry was going through a period of trade depression. 

Andrew P. Lane, traffic manager of the Great Northern Paper 
Company, of Maine, declared that southern publishers would be 
penalized if rates were increased. W. J. Mathey, traffic man- 
ager for the American Newspaper Publishers’ Association, con- 
curred in Mr. Lane’s remarks and asserted that the rates on 
newsprint to the south were already too high. 

Proposed increases on cotton piece goods mean an additional 
expense of 18 per cent to northern mill interests, according to 
a statement by Albert R. White, chairman of the freight com- 
mittee, National Association of Finishers. He decelared there 
was little justification for the change, since most of the south- 
ern carriers were in excellent physical and financial condition. 
Moreover, he stated, the increase would come at a time when 
state and local governments were recognizing, by lower taxes, 
the unhealthy condition of the New England textile industry. 


VIRGINIA RATE CASES. 


(Special Correspondence From Richmond, Va.) 


Hearings were resumed in the Virginia intrastate rate 
cases, Nos. 3102 and 3136, before the State Corporation Com- 
mission at Richmond, Va., on November 2, and continued until 
noon of November 5. 

Counsel for the Valley Railway, Winchester & Strassburg, 
Winchester & Potomac and B. & O. lines told the commission 
that they would not put in any testimony. One of the commis- 
sioners remarked that they “might not hold them to that.” 

The only party who presented evidence at the hearing was 
the Southern Railway. It continued its evidence in respect to 
the point to point and commodity rates as well as some scale rates 
applicable in Virginia. It presented exhibits showing the grades 
and curvatures of its lines which it contended showed the dif- 
ficulty of operations within Virginia. It also presented exhibits 
purporting to show that the results of operations and revenue 
freight ton miles on basis of per mile of road were less favor- 
able within the state of Virginia than on all its lines excluding 
that state. It presented another exhibit showimg that the per 
cent of revenues earned within the state of Virginia contrasted 
with the total freight revenue earned on the system from 1923 
to 1926, inclusive, decreased, whereas the revenue earned on 
the system increased. Exhibits dealing with operating statistics 
of Class I roads in the southern district and other districts and 
on other lines within the state of Virginia were also presented, 
together with traffic statistics. The Southern Railway has not 
yet completed its case, but will continue the presentation of 
testimony at the next hearing, which the Commission set for 
December 5. 


HOCH-SMITH IRON AND STEEL 


The Traffic World Washington Bureau 


Eastern trunk lines have notified the steel industry, in con- 
nection with their discussion of the Hoch-Smith investigation 
into rates on iron and steel, that they will make an experimental 
reduction for one year of export rates on iron and steel articles, 
from all producing points to north Atlantic ports. Their tariffs, 
which will bear December 31 as the effective date, will be on 
the basis of 60 per cent of the domestic rates. Stated in another 
way, the new export rates will be 20 per cent lower than the 
existing ones. If the mathematical formula is followed exactly 
the new rate from Pittsburgh, believed to be amply illustrative 
of the situation, will be 20.5 cents to New York, 18.5 to Phila- 
delphia, and 17.5 to Baltimore. 
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A compensating increase of 25 per cent in the minimum 
from 36,000 to 45,000 pounds, per car, will be attached to the 
new rates. These changes in export rates and the minimum 
weight are to be made on account of the contention of producers, 
particularly in the Pittsburgh district, that they need the lower 
rates to enable them to meet foreign competition. 

“It is believed this (reduction) will settle the instant con- 
troversy and experimentally demonstrate whether foreign thar- 
kets may be retained to domestic producers of manufactured 
iron and steel articles,” say the trunk lines in assigning reasons 
for their intended action. They said that study of the export 
situation had convinced the carrier executives that they should 
render further assistance, of an experimental nature, for the 
period of one year. Therefore the schedules which will be filed 
the latter part of the month, if they are in keeping with the 
notice, will bear an expiration date one year from their effective 
date. 

The question whether there should be a reduction in export 
rates is discussed in connection with the discussion of the whole 
rate subject, in the briefs in the steel part, No. 6, of No. 17000, 
Rate Structure Investigation, by a few of the parties to that 
proceeding. 

The United States Steel Products Company, the exporting 
agency of the United States Steel Corporation, which also han- 
dles iron and steel to the Pacific coast in competition with for- 
eign producers, asked for rates of 17 cents to New York, 15 to 
Philadelphia, and 14 to Baltimore. 

Any reduction in export rates was opposed by the Bethlehem 
Steel Corporation. It said it was opposed, first, because such 
a reduction would inure almost entirely to the benefit of the 
“special and local group of shippers advocating it,” and secend, 
because the resulting loss of revenue might impair the ability 
of the trunk lines to reduce “the many excessive domestic rates 
now charged for short-haul.movements in the east.” 


DEPRECIATION CHARGES CASE 
The Traffic World Washington Bureau 


Hearing was begun on November 9, before Commissioner 
Eastman and Examiner Bunten, in No. 14700, depreciation 
charges of telephone companies, and No. 15100, depreciation 
charges of steam railroad companies, 118 I. C. C. 295, reopened 
for further hearing and treatment. The thought at the begin- 
ning of the hearing was that it would last at least two weeks 
and probably longer. The two cases were initiated by the Com- 
mission in compliance with paragraph (5) of section 20 of the 
interstate commerce act, as amended February 28, 1920. It 
requires the Commission to prescribe, as soon as practicable, 
the classes of property for which depreciation charges may be 
properly included under operating expenses, and the percentages 
of depreciation which shall be charged with respect to each of 
such classes of property, classifying the carriers it may deem 
proper for that purpose. 

In the report mentioned the Commission undertook to carry 
the paragraph into effect, prescribing rules for both telephone 
companies and steam railroad companies. Criticism of what 
had been done and requests for further hearing caused the Com- 
mission to reopen the matter. The point on which the dis- 
agreement seemed to center, so far as the railroads were 
concerned, were the requirements in respect of depreciation ac- 
counts for way and structures. The present rules of the Com- 
mission require that, as a condition precedent to the setting up 
of depreciation accounts for way and structures of railroads, the 
property to be treated-shall be identified. Identifying ties and 
rails was difficult, the result being that the accounts of the 
railroads, in many instances, showed no depreciation attributed 
to the way and structures. The new requirements were intended 
to constitute a workable plan for such accounts. 

In the reopened case the National Industrial Traffic League 
was given an opportunity fo present a plan for setting up the 
depreciation accounts and a cost accounting system by J. W. 
Roberts, its witness.. Mr. Roberts was made the first witness. 
He had before him material, it was estimated, that would take 
more than a day for its presentation. It consisted of a discussion 
of the principles of depreciation accounting, its elements and 
methods for handling the items going to make up depreciation, 
and a cost accounting system. The hearing room was filled 
with accountants for the carriers, both railroad and telephone, 
and attorneys who have taken large parts in the valuation work 
of the Commission, the depreciation accounting being regarded 
as having a material bearing on valuation questions. 

Mr. Roberts spoke not only for the National Industrial 
Traffic League but also for the National Council of Traveling 
Salesmen’s Associations of America. They represented them- 
selves as speaking, in a broad sense, for the shippers, the payers 
of freight rates. Counsel for the league said it was not pre- 
tended that what the League was presenting had the endorse- 
ment of every member of the League or that what was pre- 
sented bound members of the League. 

In setting forth “the rate-payers’ position” as to the changes 
in accounting procedure which the Commission has proposed 
Mr. Roberts, in part, said: 
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“The public groups here appearing are unanimous in respectfully 
advocating that the accounts of steam railways shall be kept ang 
arranged so as to reflect the essential facts, first, as to the actug| 
cost of the respective services currently rendered, and the revenues 
earned thereby, and second, as to the periodic financial status of 
the carrier companies, That is tantamount to saying that they are 
in favor of depreciation accounting, as it is commonly called. How. 
ever, they are not in favor of depreciation accounting as it is com. 
monly practiced; nor on the bases variously proposed in the proceed- 
ings which led up to the Commission’s order of November 2, 1926; nor 
in the manner which is prescribed in that order. 

“It is believed that the subject has not been thoroughly analyzeq 
from the accounting point of view, and that it has not been suffi. 
ciently considered from the standpoint of the public’s pecuniary in. 
terest. We believe there is a better and more equitable way of 
handling the problem than has yet been proposed. 

“Serious faults are perceived in the plan of depreciation account- 
ing laid down in the Commission’s order. These faults are the re- 
sult of departures from accounting principles, and the evasion of one 
difficulty to create another of more serious import. In important par- 
ticulars it is believed that the prescribed procedure is arbitrary jn 
the sense that it has no foundation in fact, and that it is anticipatory 
in the sense that it is speculative, and in both cases needlessly go, 
Safeguards which are essential for the protection of the public interest 
are lacking, in the face of opportunity to make the accounts self- 
serving, and in the face of incentives for the carriers to make them 
so at public expense. 

“So-called depreciation accounting, as it is variously practiced, 
is merely a recognition of the need, in the interests of equity, to keep 
track of ebb and flow in service capacity of investment.... The 
essential requirement, therefore, as we perceive it, is to account for 
changes in the original capacity of physical property to serve that 
specific purpose for which it exists. That the residue of this capacity 
is favorably and adversely affected by various causes, and does not 
ar remain the same from year to year, we shall undertake 
to show. 


Among the ponderable causes which exhaust service capacity, the 
following are generally recognized: 

(a) Lapse of time, which occasions deterioration due to the ac- 
tion of the elements, and decrepitude due to advancing age; 
. (b) Wear and tear of usage, which is augmented by the lapse of 
ime; 
(c) Inadequacy; which is inability to meet the present demands 
of service requirements; 

(d) Obsolescence; which arises from the fact that the property 
has ceased to be useful, for practical or economical reasons; 

(e) Public demand, which may be occasioned by inadequacy, or 
obsolescence, or both; 


(f) Changes in the art; which give rise to inadequacy, or ob- 
solescence, or both; 


(g) Casualties, due to accidents, fires, and acts of Providence. 


THREE COAL ROADS IN CONFLICT 


Conflicting claims of the Chesapeake & Ohio, Norfolk & 
Western, and the Virginian, for permission to build new lines 
in the Guyandot valley coal fields of West Virginia were laid 
before Examiner Haskell C. Davis in hearings held this week. 
Each road desires to build an extension or extensions to tap 
high and low volatile coal measures in the valley mentioned. 
Each has applied for a certificate of convenience and necessity. 
Each is desirous of building between 40 and 50 miles of line. 


The Chesapeake & Ohio desires to extend its Logan division 
from Gilbert to Mullens and its Winding Gulf branch from Stone 
Coal to Mullens. The Norfolk & Western desires to build from 
Gilbert to Elmore and from Gilbert to Wharncliff. The applica- 
tion by the Virginian asked for a certificate to build from Itman 
to Gilbert. 


Application for permission to construct was made by the 
Chesapeake & Ohio in its own name. The Norfolk & Western 
plan was embodied in the application of the Guyandot & Tug 
River Railroad Co. and that of the Virginian in the application 
of the Virginian & Western. 


The Chesapeake & Ohio and the Norfolk & Western com- 
pleted the presentation of their cases in the first three days 
of the hearing, but the Virginian had only begun its presentation 
when this was written by means of a general statement by 
E. W. Knight, its general counsel, after J. S. Keeley had made 
a short addition to the testimony of other witnesses in behalf of 
witnesses was taken as indicating that the application in its 
behalf would be amended to cover additional mileage so its 
construction into the territory to be developed, would not, in 
effect, be a stub end of its line. They referred to routes and 
trackage not directly covered by the application, as if additional 
construction were in contemplation to reach the thousands of 
acres of what was described as the best grades of high and low 
volatile coal. 


Witnesses for the Chesapeake & Ohio were: G. B. Wall, 
vice-president; I. L. Pyle, assistant chief engineer; W. C. Hull, 
assistant to the vice-president; and R. S. Marshall, assistant to 
the president. The claims of the Norfolk & Western were put 
forward by J. E. Crawford, general manager; George Dunglinson, 
Jr., manager of the fuel department; and W. P. Wiltsee, chief 
engineer. 


G. N.-N. P. UNIFICATION CASE 


Representative Johnson of Washington has issued a state- 
ment expressing opposition to the proposed unification of the 
Great Northern and Northern Pacific systems. He contended 
that the proposed unification would not be in the public interest, 
in that, among other things, it would destroy competition be- 
tween the two northern lines. 
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November 12, 1927 


RATE REGULATION 


President Alba B. Johnson, of the Railway Business Asso- 
ciation, has mailed the following, headed “Rate Regulation as 
the Commission Sees It,” to members: 


In actual practice how does the Interstate Commerce Commission 
deal with the problem of adjusting railway rates to the public need for 
adequate additions and betterments? 

An authentic introduction to the study of that subject written 
for the Railway Business Association by the Hon. John J. Esch, 
chairman of the Commission, is herewith made available to those 
who desire to bring an informed intelligence to their discussion of 
the subject and their courses of action. Our secretary, Frank W. 
Noxon, is down for a paper at the annual meeting, Nov. 16, with 
the title: ‘‘Can the Interstate Commerce Commission Regulate Rates 
and Revenue in Accordance With Traffic Forecasts and Facility 
Estimates?” Preparatory to requesting interviews with the individual 
commissioners, he asked each of them for citation to documents. 
As a courteous and friendly response it was arranged by those com- 
missioners then accessible in Washington for Chairman Esch to 
make a single reply for them all. 

This Mr. Esch has done. His informal explanation avoids ex- 
pression of opinion as to policy. It reduces libraries of paper and 
ink, which not one man in a million having a stake in wise solutions 
could master even if he had copies and time, to a condensed, orderly 
narrative and exposition of the task as it appears to a Commissioner 
on the inside looking out. The story has few technicalities and is 
delightfully frank. 

Chairman Esch refers to the O’Fallon case. In that decision, 
Feb. 15, 1927, the Commission published a definition of the regulatory 
aim, nemely, ‘“‘the maintenance of an adequate national system of 
transportation.”’ This definition was amplified as follows: “‘Such a 
system, so long as it is privately owned, obviously cannot be provided 
and maintained without a continuous inflow of capital. Obviously, 
also, such an inflow of capital can only be assured by treatment of 
capital already invested which will invite and encourage further 
investment.” By ‘‘treatment’’ is meant rate regulation; and the Com- 
mission went on to remark that the test of whether rates are high 
enough or too high is the maigtenance of good credit under rea- 
sonably prudent, economical and efficient management.” 

Quoting these passages, Mr. Noxon in his request to the com- 
missioners for guidance in study indicated an interest in such prac- 
tical questions as: ‘‘What does this mean in practical promise for 
the future? How much capital is an adequate inflow? Capital flow- 
ing into properties of what grade? Capital to provide what additions 
and betterments? Additions to anticipate traffic of what dimensions? 
Betterments to accomplish reduction in operating cost to what degree? 

Among the responses made by Mr. Esch as bearing on these 
questions, there is one to which I invite special attention. He says: 

“While the Commission is charged by law with the duty of 
initiating rates which will yield as nearly as may be a fair return” 
(and he reminds us that the adjustment upward in 1920 was initiated 
by the Commission), “never-the-less the principal burden of pre- 
paring data for the Commission to enable it to carry out this duty 
must perforce rest upon the carriers,’’ who except in 1920 (advances) 
and 1922 (reductions) have presented ‘‘no country-wide assembly 
of facts of the above character * * *, although in 1926 carriers in 
the western district attempted to justify general increases in rates 
in that district * * *. Although free under the law to file petitions 
with the Commission for investigations of. existing rate levels, the 
only carriers who have seen fit to present such a petition since 1922 
are those in the western district who prepared the petition of 
1926 * * *, Carriers are also free to initiate and publish schedules 
of rates between particular points or on particular commodities or 
throughout their respective territories. Such schedules if filed in 
accordance with the provision of law, he adds, ‘“‘become effective 
30 days after filing unless suspended by the Commission for in- 
vestigation. Although possessing this right, practically no attempts 
have been initiated by eastern or southern carriers to bring about 
any general increases in rates, although in some instances they have 
pry general increases as a result of proceedings initiated by 
shippers. 

Cautioning against general adjustments so frequent as to dis- 
turb business by instability of rates, the chairman sees in con- 
clusion “many considerations indicating that it would be in the 
interest of the carriers for them to initiate nation-wide studies to 
develop data as adequate as possible with respect to those factors” 
(the factors specified in Mr. Noxon’s inquiry). 

Rate changes are made in conference between shippers and rail- 
way officers, or in classification committees under supervision of 
the Commission, or in proceedings on proposals for increases or 
reductions or for adjustments involving both advances and reduc- 
tions. The Railway Business Association has never expressed an 
opinion about a rate or a rate level and expresses none now. The 
association is not authorized to speak for the carriers, whose officers 
and representatives will become aware of this publication simul- 
taneously with everybody else. It seems timely, however, to observe 
that if in the course of these several rate-making processes the 
carriers have found an atmosphere which they felt was unpropitious 
for seeking advances, and if the underlying cause of that atmosphere 
was a prevalent belief that facilities and hence inflow of capital were 
adequate, the analysis of current surplus in tractive power and freight 
car capacity communicated to you on Oct. 29 under the title ‘‘Railway 
Capital Programs’ would seem to provide occasion for a fresh ap- 
praisal of circumstance. 


Statement by Esch 


Following is the complete text of Chairman Esch’s reply to 
Mr. Noxon: 


I have carefully read the letter which you left at my office 
when you called a few days ago. As you stated, all other commis- 
sioners have received copies of the same letter. Commissioner Hall, 
under date of Oct. 27, made his individual response to the inquiries 
contained in your letter, citing to you various decisions of the Com- 
mission which might aid you in the preparation of your paper. Other 
commissioners upon receipt of your letter sought to secure informa- 
tion to enable them to make reply. To avoid duplication, it was 
thought desirable that I should answer your letter. What follows 
is not to be considered as any formal expression on the part of the 
Commission itself, but merely as an expression based upon informa- 
tion which has been given to me by the bureaus of the Commission 
that deal with the subject matter of your inquiries. 

You desire light on the questions of how rapidly traffic will ex- 
pand, and how much of various kinds of facilities and consequent in- 
vestment will be required, and how high the rate level should be to 
enable the railroads to raise this amount of new capital. 
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The questions raised are complicated. About four years ago the 
Chamber of Commerce of the United States issued a report (Special 
Committee No. 1) on Governmental Relations to Railroad Transporta- 
tion. It was then estimated that freight traffic would increase 33% 
per cent and passenger traffic 25 per cent in 10 years and that the 
additional facilities required to handle the increase would cost at 
least $7,870,000,000 in addition to the expenditures necessary to im- 
prove existing service. 

An estimate of amount of investment required in a given period 
in the future involves guesses on the following points: 

1. How much will traffic increase? 

2. To what extent will new inventions make a dollar of invest- 
ment more efficient? 

3. To what extent will prices change? 

4. To what extent will the public demand unproductive invest- 
ments, such as, crossing elevation, more luxurious stations, etc.? 

To what extent will other forms of transportation take away 
business? 

6. To what extent will electrification be introduced? 

The best thing a regulating Commission can do is to look ahead 
for only a short period at a time. It can ask the railway executives 
from time to time whether the existing and immediately prospec- 
tive traffic is being adequately handled and whether they are able 
to get the funds required for capital purposes. - Such information 
together with the records as to railroad earnings, dividends, and stock- 
market prices may to some extent enable the Commission to judge 
whether the rate level is adequate or not. Such information is brought 
before the Commission in the leading cases involving the general 
level of rates. 

It should be noted that a part of the money required for capital 
expenditures each year comes out of revenues. What is required 
for replacement is charged to operating expenses, and a part of the 
new facilities are paid out of appropriations from income. In other 
words, the capitalization does not have to grow as fast each year 
as does the property account. The 40th annual report of the Inter- 
state Commerce Commission (page 2) said that the investment in- 
crease, 1920-1925, averaged 572 millions a year, and in the same 
period the increase in securities outstanding averaged 340 millions. 

Although the Commission in the O’Fallon case has stated the 
general principles which must govern in its treatment of the ques- 
tions of railroad construction and financing that come before it, it is 
limited in the application of those principles by existing conditions. 
If the territory over which the Commission has jurisdiction were 
undeveloped as to resources and transportation facilities, it might 
be possible for the Commission to establish a general program for 
the provision of facilities and their maintenance and upkeep which 
would be fully responsive to the principles it has announced and which 
in fact are quite obviously sound. As a matter of fact, however, 
the Commission when first established was confronted by existing 
conditions which compelled it to apply any policy or theory which 
it may have had in a piece-meal manner, and those conditions have 
existed until the present time. While certain territories are over- 
supplied with facilities and other are undersupplied, there is scarcely 
any substantial portion of the country which may be said to be en- 
tirely without railroad facilities. Under these circumstances, therefore, 
since the Commission has had authority over the extension of fa- 
cilities it has been necessary to deal with local and individual prob- 
lems, many of which have only a very general relationship to the 
national transportation problem. 

As it is with the facilities themselves, so it is with the allied prob- 
lems of traffic and rates. Owing to conditions which antedate the 
Commission’s authority, the earnings of the carriers show the greatest 
variety, ranging from ruinous losses to prosperity far beyond any 
reasonable business requirements. All that can be done is to deal 
with these questions as they arise, applying, so far as practicable, 
the governing general principles which apparently have suggested 
this inquiry. 

If the Commission were able to work out on a scientific basis 
a correct estimate of increase in traffic and necessary facilities for 
the country generally it would no doubt be an ideal situation, but 
the commercial history of the country, showing, as it does, alternate 
waves of prosperity and depression as a whole, and prosperity in 
certain sections accompanied by depression in other sections, does not 
offer any encouragement to any general program based upon fore- 
cast other than is embraced in the application of the general policy 
of liberality in dealing with individual cases as they arise. Consolida- 
tion of the carriers, with special attention to the case of the weak 
lines, will simplify the problem and in the proportion to which it is 
made effective will facilitate the application of correct principles in 
regulation. 

So far as replies to your inquiries would necessitate a declaration 
of policy, the Commission has no opinions to express, declarations 
of policy being within the jurisdiction of Congress. What the Com- 
mission may be expected to do in the future can best be determined 
by its action in the past. I am, therefore, giving you in what follows 
a resume of the. decisions of the Commission which most closely re- 
late to your inquiries, and especially as to the “Regulation of tes 
Based on Traffic Forecasts and Facility Estimates.” 

Stated in general terms, the interstate commerce act provides 
that the Interstate Commerce Commission shall initiate and modify 
rates in such manner as to produce as nearly as may be a fair re- 
turn upon the valte of the property used by the carriers. The 
Commission is charged with the duty of determining the value to be 
used as a base for such fair return as well as the percentage of re- 
turn. Evidently the Congress had two main objects in view in the 
adoption of these provisions: 

(a) That if the carriers are to be subjected to regulation of their 
charges and practices, they should in all justice be permitted under 
—- regulation to earn a fair return for the services performed by 
them; 

(b) That it is in the public interest that the transportation ‘acili- 
ties of the country be kept in a condition to meet adequately the needs 
of commerce, and that this end may be accomplished only by allowing 
carriers to earn a fair return, thus placing them in position to attract 
the necessary capital to provide such facilities. 

Immediately after the passage of those provisions of law, the Com- 
mission undertook its first investigation thereunder. Its decision was 
rendered July 29, 1920, and is known as Increased Rates, 1920, 58 
I. Cc. C. 220. In that decision, a copy of which is attached, the Com- 
mission considered its duty under the law and the procedure to be 
followed by it in carrying out that duty. Statistics of past operation 
and the revenue results thereof were obtained from the carriers, to- 
gether with estimates for the future. In particular, the results of 
operation for the latest available calendar year were recast on the 
basis of the best estimates available of the conditions which would 
ensue in the future. Consideration was given to the available facts 
with respect to the needs of carriers for additional capital to provide 
adequate facilities. Attention is as directed to pages 230- 
239 — 246 of that report, although practically all of it has in 
a general way a bearing upon the problem in which you are interested. 


























































































































































































































































The only other general proceedings in which this situation has 
been considered by the Commission was initiated early in 1922 and 
was decided May 16, of that year. Reduced Rates, 1922, 68 I. C. C. 
76. A copy of that decision is also attached. Again the Commission 
developed to the best of its ability a record containing facts as to 
the probable revenue needs of the carriers in the immediate future, 
the probable traffic to be handled and the probable revenue to be 
derived from various levels of rates. 

No attempt will here be made to repeat the facts or discussion in 
the two reports, which speak for themselves. 

Manifestly, forecasts of the future are extremely difficult to make* 
with accuracy, and no matter how careful or complete an analysis 
of the situation may be made, estimates may prove wide of the mark. 
Both the carriers and the Commission have considered that the best 
way to approach the problem of future needs is to develop actual per- 
formance in the past and then attempt to modify the results of such 
performance by known or estimated factors which in the future would 
tend to change conditions. Such estimates and forcasts must give 
consideration, among other things, to the following: 

(a) To crop prospects; 

(b) To general world conditions; 

(c) To the probable condition of the money market in the United 
States and in the world as a whole; 

(ad) To the probable industrial situation; 

(e) To probable shifts in traffic due to changing industrial con- 
ditions; and 

(f) To probable commodity price levels affecting the cost of 
maintenance, improvements, and betterments needed to maintain the 
transportation machine in an adequate condition. 

Adequate answers to these questions involve assembly of the views 
of men well posted along particular lines, but the views of different 
authorities will vary materially on many of these points and even the 
consensus of such opinion may eventually prove to have been con- 
siderably wide of the mark. 

While the Commission is charged by law with the duty of in- 
itiating rates which will yield as nearly as may be a fair return, 
nevertheless the principal burden of preparing data for the Commis- 
sion to enable it to carry out this duty must perforce rest upon the 
carriers. They have large and able organizations and have the 
financial means to supplement such organizations in the preparation 
of information bearing upon the necessary lines of inquiry. Except in 
the two general proceedings mentioned, no country-wide assembly 
of facts of the above character has been presented to the Commission 
since the passage of the present law, although in 1926 carriers in 
the western district attempted to justify general increases in rates 
in that district and in that attempt presented data bearing upon 
present and prospective conditions in that territory. The decision 
of the Commission on that application was rendered July 14, 1926, 
Revenues in Western District, 113 I. C. C. 3. A copy thereof is 
attached hereto. Carriers of the eastern and southern districts have 


in the past two or three years been reasonably prosperous and even.” 


those in the western district, although falling considerably short of 
the fair return contemplated, have been in reasonably good condi- 
tion and their situation is now improving. Large sums have been spent 
by ——, all carriers on maintenance, improvements, and betterments. 
Service has been greatly improved and has proved adequate to meet 
the needs of commerce. The more expeditious and dependable serv- 
ice rendered by carriers in recent years has resulted in a general 
tendency on the part of industries to maintain comparatively low 
stocks of raw materials and manufactured products, as they rely upon 
their ability to obtain additional supplies on comparatively short no- 
tice without transportation delay. This has to a marked degree less- 
ened the amount of capital invested in stocks of raw materials and 
manufactured goods and undoubtedly has had some effect in bringing 
about the very easy money market which has generally obtained in 
the last year. 

Rate stability is an important element in industrial progress. 
Manifestly if rate levels are continually to change, the ability to make 
contracts for future performance is seriously impaired. The situation 
is discussed in the attached decision in Reduced Rates, 1922, particu- 
larly on page 733. Although free under the law to file petitions with 
the Commission for investigations of existing rate levels, the only car- 
riers who have seen fit to present such a petition since 1922 are those 
in the western district who prepared the petition of 1926 to which 
reference is made above: The carriers are also free to initiate and 
publish schedules of rates either between particular points or on par- 
ticular commodities or throughout their respective territories. Such 
schedules if filed in accordance with the provisions of law become 
effective 30 days after filing unless suspended by the Commission 
for investigation. Although possessing this right, practically no at- 
tempts have been initiated by eastern or southern carriers to bring 
about any general increases in rates, although in some instances 
they have advocated general increases as a result of proceedings 
initiated by shippers. Indeed, although the Commission’s decision in 
the western case rendered in July, 1926, indicates in a general way 
that the carriers proved their contention to the extent of showing 
that some rates in that part of the west ordinarily known as western 
trunk line territory (east of the Rocky Mountains, west of Lake Mich- 
igan and the Illinois-Indiana state line, and north of the northern 
boundaries of Oklahoma and Arkansas) are too low and may with pro- 
priety be increased in order to bring up the aggregate revenue, no 
concerted action has been taken by the carriers to increase such rates, 
except that there is now pending a proceeding initiated by the Com- 
ee at the request of the carriers into the class rates in that 
erritory. 


The Hoch-Smith Resolution, passed in January, 1925, directs the 
Commission to readjust the rate structure so as to bring about a 
more harmonious relationship of rates, particularly as between 
commodities and particularly with respect to products of agriculture 
as compared with other commodities. Acting under that resolution, 
the Commission now has pending a general investigation known as 
Rate Structure Investigation, No. 17000. One of its acts in that pro- 
ceeding was to send out questionnaries to carriers with respect to 
several important commodities asking for various kinds of informa- 
tion, including data as to what, if any, rates on such commodities 
or on other traffic might properly be increased. Very little definite 
or concrete information was furnished by the carriers in answer to 
that question, most of them contenting themselves with the answer 
that if_rates on agricultural products should be reduced pursuant 
to the Hoch-Smith Resolution, the needed additional revenue to com- 
pensate therefore should be obtained by blanket increases on all 
remaining traffic, regardless of the measure of the rates thereon 
although the Commission in the decision in the western case, which 
is herewith enclosed, expressed its disapproval of that method except 
to meet emergencies, indicating that before the necessity of a gen- 
eral increase of all rates can fairly be determined, those rates which 
are not paying their fair share of the transportation burden should 
be increased to a proper basis rather than that blanket increases 
should be placed on all traffic, some of which may now be paying 
rates equal to or in excess of reasonable maximum rates. 
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The Commission does not have available the necessary funds 
or facilities to enable it to currently prepare adequate estimates of 
future revenue and capital needs, and even if it were in a position 
to establish a forecasting bureau for the purpose of making, and 
giving publicity to, more adequate and frequent estimates than have 
been considered necessary in the past, the need for rate stability 
would seem to negative the desirability of such a course. As above 
indicated, the carriers are in a better position to assemble the neces- 
sary data with a view to having it available if and when the situa- 
tion appears to be such as to warrant further consideration by the 
Commission of the general rate levels. Where proceedings which 
may entail material changes in general rate levels are continually 
pending before the Commission, they create a feeling of uncertainty 
in business circles, thus tending to have the effect of lessening traffic 
and consequently of diminishing the revenues of the carriers as well 
as adversely affecting general prosperity. The making of yearly or 
other periodic forecasts by the Commission would be subject to sim- 
ilar objections. 

Speaking concretely of the question in which you are primarily 
interested, it woul@ seem that there is much to commend the fixa- 
tion of rates, having in mind, among other things, the factors re- 
ferred to above. It also would appear that there are many consid- 
erations indicating that it would be in the interest of the carriers 
for them to initiate nation-wide studies to develop data as adequate 
as possible with respect to those factors, but the question of how 
often it would be in the interest of either the carriers or the public 
to have formal investigations initiated by the Commission with 
a view to changes in general rate levels to meet probable future 
conditions is one which can only be decided based upon conditions 
existing at any given time. 


Commissioner Hall’s Citations 


Following are the citations suggested by Interstate Commerce Com- 
missioner Henry C. Hall for the study of rate regulation in relation 
to facility and capital requirements: 





I. C. C. Report Vol. Page 
1911 Advances in Rates, Eastern Case...... ndmaiowebtehieka 20 243 
WOMIEER. COGS: 2 occ ccccccvcccs 20 307 
1014 Five Per Comt Case. .cccccccccces 31 351 
ELC lab ade Samana nia Saletan ait 4 66" oe 60: wornwieide eerste ae 32 325 
1915 Western Rate Advance Case........... Sralovetine dle titaciunia 35 497 
Western Passenger Fare Case.........ccceecccecees 37 1 

1917 Fifteen Per Cent Case........... CR Sa aatewiae Reoalecies ae 303 
Be EE TOMEI ROE eh 6 66.0.0 86 cbceebeNcdeiscecoocesses 58 20 
1922 Reduced Rates ...... slit adel date iataeesetaw ale Veesdswews 68 676 
1926 Revenues in Western District............ ibe eiecarelart 113 3 





f PRIVATE BARGE LINES MERGE 


Official announcement has been made in Pittsburgh of the 
consolidation of the Inland Waterways Co., of Louisville, Ky., 
and the W. C. Kelly Barge Line, of Charleston, W. Va. The 
consolidated line will be known as the American Barge Line. 
Its Pittsburgh office will be in charge of C. J. Goodyear, known 
to many practitioners before the Commission by reason of his 
connection with the original lake cargo coal case as traffic man- 
ager for the Pittsburgh operators. 

The consolidated company will begin operations with a fleet 
of five towboats and fifty steel barges, the latter with an average 
capacity of 600 tons. It is the company’s intention to have a 
departure from Pittsburgh every ten days. Up to this time the 
service on the Ohio has been limited to barge lots. From now 
on, however, carloads will be taken for points south of Cincin- 
nati. The principal office of the company will be at Louisville, 
with branches in Pittsburgh, Cincinnati, Memphs and New 
Orleans. 

Accordng to officials of the company, the result of the 
consolidation will be to make the American the largest com- 
mercial transportation company on the rivers of the United 
States, with the exception of the government-owned Mississippi- 
Warrior Service. The officials say this will be the first real 
effort to establish regularly scheduled service on the Ohio, or 
between Ohio River ports and the lower Mississippi. They do 
not claim to be as large as the government service, but with 
the equipment the company has they expect to be able to take 
care of a lot of business, making it unnecessary for the govern- 
ment to extend its service up the Ohio to take care of business 
on that stream. 


BARGE LINE MANAGER DISMISSED 4 


/ Secretary of War Davis has announced the dismissal of 
Theodore Brent, as traffic manager of the Inland Waterways 
Corporation, “for the best interests of all concerned.” The 
Secretary declined to go into details as to the reasons for the 
removal of Mr. Brent. The Secretary’s brief statement indi- 
cated, however, that there had been friction in the organization 
and that it was desirable that Mr. Brent leave it. A rumor in 
connection with the retirement of Mr. Brent was to the effect 
that he had been active in co-operating with shippers in the 
effort to obtain an increase in the capital stock of the corpora- 
tion from $5,000,000 to $50,000,000, and that this was the cause 
of his dismissal. No basis for this rumor, however, could be 
found in Washington as officials declined to discuss it. A 
successor to Mr. Brent has not yet been selected. 





PARCEL POST REGULATION 


W. Irving Glover, second assistant Postmaster General, has 
issued a list of Italian post offices to be added to those author- 
ized to engage in the exchange of 22-pound parcel post packages. 
He also has issued long lists of countries which parcels may or 
must be sealed with wax, lead seals or otherwise. 

Effective at once, the weight limit for parcel-post packages 
exchanged with Bermuda will be 22 pounds. 
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Coordinated Terminal Services 


Fourteenth of a Series of Seventeen Articles on This Subject, Written for The Traffic World by 
G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Store-door freight service has often been referred to as the 
completed system of freight transportation. The various plans 
of coordinated terminal freight service being worked out by 
American railroads, motor haulage companies, and groups of 
shippers, contemplate the delivery of less than carload freight 
directly to the store door of the consignee immediately after 
it arrives at the receiving railroad station. The plans also pro- 
pose to use the vehicles engaged in making the deliveries to 
pick up outbound shipments and haul them to the outbound 
railroad freight depots, electric railway freight stations, or 
steamship docks. 

Under the store-door service arrangement, the railroads in 
the terminal districts would engage one or a limited number of 


service is slowed down. Too many motor and horse drawn ve- 
hicles are required to perform terminal delivery and pick-up 
services. Too few of these vehicles carry full loads or even 
loads approaching capacity. Motor trucks and horse-drawn 
drays bound to and from downtown freight terminals loaded to 
only a small fraction of their capacity, or returning absolutely 
empty from having taken a partial load to the rail depots, are 
common sights in the congested terminals. Long lines of partly 
loaded vehicles often wait literally hours to load or unload at 
freight sheds and piers. This uneconomical use of expensive 
equipment and labor is added ultimately to the cost of com- 
modities. The superabundance of vehicles adds to street con- 


gestion and all types of street vehicles are prevented from 





ILLUSTRATION OF CONGESTED TERMINAL—NOTE NUMBER OF TRUCKS EMPTY OR WITH SMALL LOADS 


hauling contractors to perform the delivery and pick-up services 
as agents of the rail carriers. The railroad might elect to own 
and operate its own trucks, thus eliminating all outside truck 
and team operators. When the less than carload shipments 
arrived at destination in the terminal area, the goods would be 
unloaded directly from the cars to the delivery vehicles and 
trucked to the consignee. 

Store-door service has two primary objects—quicker service 
to shippers and consignees without increased cost and economy 
in railroad freight equipment and labor to the carriers. 

Advocates of store-door delivery believe both of these ob- 
jects would be realized, and the experience of England and 
Canada with store-door delivery in actual operation give weight 
to this view. The success of the partial and modified systems 
of store-door service discussed in previous articles in this series 
is also gratifying to the proponents of store-door freight service. 


Weaknesses of Present Terminal Freight Distribution System 


The unorganized terminal freight distribution system makes 
for congestion and delay in the terminals so that the line-haul 


making normal speed in the commercial districts of large cities. 
The terminal situation in many American cities is a serious in- 
dictment of transportation service. 

Store-door freight service, it is asserted, would lessen street 
congestion. Fewer vehicles would be required to carry the same 
volume of terminal freight traffic, for the inbound freight would 
be delivered by the rail carriers, electric lines, or steamship 
companies to truckmen, each of them serving one district of 
the city. All available inbound shipments for a small section 
of the city would be delivered to the waiting vehicles, which 
could be loaded to capacity. The vehicles would make the de- 
liveries and pick up a full truck load of outbound freight before 
returning for a second delivery load. The smaller number of 
vehicles would tend to decrease street congestion and make 
normal rates of speed possible. 

Inbound less than carload freight would tend to be delivered 
promptly on arrival, under a store-door service. The delays 
arising out of the present system of notifying consignees and 
waiting for them to arrange for trucking the goods would be 
eliminated. The average less than carload shipment is on hand 
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and Now- 
The ERIE enters NEW YORK 
at the Front Door “ee 


The new Vehicular Tunnels under the Hudson river connect the Erie Railroad Jersey City 
Terminals by land with Manhattan Island. 


Out of New York’s congestion, the modern highly developed terminal facilities are only a 
short truck haul on the main lines of travel from the districts which take in and ship out more 


freight than all the remainder of the Metropolitan area combined. 49" (LIVE 
HIDE! 














Fast, dependable highways under all weather conditions, these new routes mean quick transit, 
less handling and quicker turnover. 





If you ship or receive ocean freight, the Erie’s new $4,000,000 fireproof pier—the finest in 
New York Harbor and located right at the entrance to the tunnels, provides direct handling between 
ship and car, eliminates lighterage and cuts transit time one to three days. Ships from ’round the 
world berth there. 


Find on this map the place with which you do your shipping and let the nearest Erie traffic 
man show you what this new Erie fast service means to you. 


When you travel on the Erie, a taxi from the Jersey City Passenger Terminal will land you 
in the heart of the financial and business district in six minutes! 


SHIP and TRAVEL 
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at the freight depot under present conditions for three days. 
The average detention would be much higher were it not for 
the large number of consignees who have standing contracts 
with trucking concerns to pick up all their shipments immedi- 
ately on arrival, or who have their own motor vehicles that make 
several calls a day at the stations to pick up whatever freight 
is there. Store-door delivery would make such service avail- 
able to the small consignee with occasional shipments and would 
eliminate the necessity of calls for freight when none is at the 
station to be delivered. 

British experience has proved the value of this plan. Freight 
stations in London are available for use three times a day; that 
is, all the less-carload freight is disposed of and loaded aboard 
the goods wagons of freight cars or delivered to motor lorries 
or horse-drawn vehicles three times within that space of time. 
In the United States, where the average shipments are ware- 
housed by the carriers for three days, the freight house space 
is available only once in three days. Team track freight is held 
OR an average two days. If store-door delivery were extended 
to cover such freight, the capacity of the team tracks would be 
increased four-fold. 

The more efficient use of equipment and terminal facilities 
resulting from the establishment of a more efficient system of 
terminal freight service would result in economies to the car- 
riers and ultimately to the shippers. The rail lines are forced, 
under the present system, to maintain numerous and expensive 
less-than-carload freight terminals in the congested areas of 
larger cities. The investment represented in these facilities is 
tremendous and one often lost sight of in computing the costs 
of performing terminal freight. 

A well organized and executed plan of store-door delivery, 
with its more effective use of terminals, would permit the car- 
riers to abandon some of their expensive terminal sites in the 
downtown district and substitute more modern freight terminals 
in outlying sections, where land is cheaper. 

If the same amount of freight could be handled with a frac- 
tion of the present freight terminal facilities, as the advocates 
of store delivery assert, and as the experience of Canada and 
England seems to indicate, it follows that many downtown freight 
station sites could be disposed of to advantage. Since store- 
door service makes unnecessary competitive stations of various 
carriers within convenient distances of the centers of traffic, 
the outlying terminals in less expensive districts could be 
retaned or new ones acquired to be used as the terminals. The 
downtown stations on expensive central city sites could, doubt 
less, be disposed of by the carriers to advantage. The less 
expensive terminal sites in the less congested sections could 
be used, provided good highways were available, make high- 
speed deliveries possible into the heart of the commrcial and 
industrial districts. 


The more effective use of less expensive terminal sites and 
the reductions in labor costs of handling freight possible under 
a well devised scheme of store-door service would result in sav- 
ings that the carriers could share with shippers and consignees. 
Reductions in certain freight charges might be possible. Such 
reductions made on traffic moving at pick-up and delivery rates 
would be an incentive to shippers to use the carriers’ pick-up 
and delivery services and abandon their own fleets of motor or 
horse-drawn vehicles or use their equipment in more productive 
services. If store-door delivery is to afford maximum relief, it 
is necessary that carriers and shippers agree on some satisfac- 
tory scheme at proper rates so that a sufficient volume of traffic 
may be handled to make operating economies possible, to the 
mutual advantage of carriers and shippers. 

Obviously, if the carriers handle only a small percentage 
of the total volume of traffic on the store-door service plan, while 
the bulk of the business continues to be handled in the old 
fashion of each shipper or consignee handling his own freight, 
little good can be accomplished. The railroads or other terminal 
delivery agents under such an arrangement would merely take 
the place of other terminal handlers. 

If the carriers can obtain a large part of all the goods to be 
delivered or picked up, cartage rates lower than those now 
charged by independent truckmen using their equipment to only 
a fraction of capacity should result. Such economies have re- 
sulted from the organized cartage service in Canada. Solid 
truck loads may be loaded for a few consignees in a restricted 
area, trailer or semi-trailers or detachable truck bodies may be 
used and chasses kept in continuous movement while bodies or 
trailers are loaded, goods can be trucked directly from cars to 
trucks and from trucks to cars, pick-ups can be made at the 
time goods are delivered, and waiting at terminals can be re- 
duced to a minimum. The criss-crossing of independent trucks 
serving various shippers and consignees and bound to and from 
a number of railroad stations in different sections of the city 
could thus be eliminated. The more efficient use of motor equip- 
ment could constitute a source of savings that could be shared 
with those paying the freight charges. Such a reduction should 
be made to make the service attractive. 


Previous Experience with Store-Door Delivery in United States 


While door-to-door transportation service by railroad has 
long been rendered by English and Canadian railroads, this form 
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of complete transportation service has never been general jn 
the United States. In fact, with the exception of the optiona] 
privileges of store-door deliveries offered by the several motor 
terminal carriers, which do not include collection of freight for 
outbound shipment, the modified and partial plans of store-door 
service in New York, and several other large terminals, and 
the service installed by certain electric railway and steamship 
lines, this form of service has been limited to the arrangements 
made by the Pennsylvania and the Baltimore and Ohio in Balti. 
more and Washington many years ago. 


Store-Door Service in the Past 


Store-door delivery service was inaugurated by the Phila. 
delphia, Baltimore and Washington in Baltimore in 1867. It 
was continued by the Pennsylvania when it absorbed the P. B. 
and W. in 1881. In 1883 the Pennsylvania introduced the serv- 
ice to Washington and in 1886, when its Philadelphia and New 
York extensions were completed, the Baltimore and Ohio estab- 
lished the service in Baltimore and Washington simultaneously 
in competition with the service offered by the Pennsylvania, 
Both railroads provided free delivery of less-carload freight from 
New England points, New York City, and Philadelphia to the 
store doors in Baltimore and substantially all of the city of 
Washington, and for the pick-up of goods at the store doors in 
Baltimore and Washington when destined to these eastern points, 
There were many exceptions where the service was not given 
and, in general, no service was given in connection with traffic 
to or from southern or western points. 

This form of store-door delivery continued in operation for 
forty-four years without interruption, but September 19, 1911, 
Ceesar E. Cassassa, a fruit and confectionery merchant in Wash- 
ington, complained to the Interstate Commerce Commission that 
the failure of the carriers to deliver shipments to him while 
making delivery to a near-by competitor constituted unjust dis- 
crimination. His place of business was just north of the north- 
ern boundary of the free zone, while his competitor’s place of 
business was on the same street just inside the boundary line. 
In the case of Cassassa versus the Pennsylvania Railroad Com- 
pany, decided June 8, 1912, the Commission held that the de- 
fendant railroad’s refusal to grant delivery of less-carload freight 
free of charge to merchants on Fourteenth Street, Northwest, 
between Florida Avenue and Park Road, when it did grant such 
free delivery to merchants in other parts of Washington, resulted 
in unjust discrimination against the complainant and other 
merchants on Fourteenth Street in the locality described. The 
railroad was ordered to cease and desist from its discrimina- 
tion.t The discrimination was removed by extending the bound- 
aries of the free delivery zone. 


The extension of the zone of free delivery brought about by 
the Commission’s decision in this case led the citizens of Ana- 
costia, a section of Washington detached from the city proper 
by the eastern branch of the Potomac Rver, but connected by 
a bridge of about one-quarter of a mile in length, to file another 
complaint with the Commission alleging unjust discrimination. 
Ths complaint alleged that the free delivery zone ended at the 
city side of the bridge and did not extend so as to include the 
business community of Anacostia. The Commission’s findings 
are contained in Anacostia Citizens’ Association versus the Balti- 
more and Ohio Railroad, decided December 3, 1912. The Com- 
mission found that the denial of free store-door pick-up and 
delivery of certain less-than-carload traffic to the citizens of 
Anacostia, D. C., while such free service was extended to other 
sections of the city of Washington, was unjustly discriminatoiy 
in so far as the Pennsylvania Railroad was concerned, but not 
with respect to Baltimore and Ohio, which maintained a freight 
station in Anacostia.’ 

The carriers, rather than submit to the further extension 
of the zone limits, filed tariffs with the Commission, to become 
effective March 1, 1913, withdrawing the store-door delivery 
service in Washington. No action was taken, however, toward 
withdrawing the service at Baltimore. A storm of protest fol- 
lowed. The matter again came before the Commission and, in 
the Washington store-door delivery case, decided June 17, 1913, 
after stating that the service must be continued by the carriers 
in Washington as long as it was in effect in Baltimore, the 
Commission said: 


It must be said in passing, that the service as now rendered, at 
both Washington and Baltimore, presents features which, in the 
absence of further explanation, appear to be grossly discriminatory. 
For instance, the merchants of New York City or of Philadelphia may 
now ship certain property to Baltimore or to Washington and re- 
ceive store-door delivery without extra expense. The merchants of 
Pittsburgh, Pa., Cleveland, Ohio, Buffalo, N. Y., or eVen Jersey City, 
N. J., or Wilmington, Del., however, when shipping like property to 
either Baltimore or Washington must pay rates which are substan- 
tially in line with those charged from New England, New York and 
Philadelphia and must in addition, pay or sell upon a basis that will 
enable their consignees to pay drayage charges at Baltimore or Wash- 
ington. 


This decision only hastened the inevitable, and the two rail- 
roads filed tariffs withdrawing the service, as of September 1, 


124 I. C. C. 629. 
225 I. C. C. 412. 
327 I. C. C., 349. 
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1913. Protests were made to the Commission, but the tariffs 
were allowed to take effect. 

In the cases of the Merchants’ and Manufacturers’ Associa- 
tions of Baltimore versus the Baltimore and Ohio,‘ decided May 
11, 1914, and in Judd and Detweiler, Inc., versus the Baltimore 
and Ohio, decided May 19, 1914, in which Baltimore and Wash- 
ington, respectively, were concerned, the Commission held that 
the railroads were warranted in discontinuing store-door delivery 
without changes in transportation rates. This put an end to 
the first phase of store-door service in the United States. 

The desirability of the re-introduction of the service as a 
general feature of the transportation service throughout the 
country has been discussed widely within the last ten years. 
Recent developments in coordinated terminal freight service 
have been discussed in earlier articles and the arguments in 
favor and against store-door service and the present status of 
plans will be discussed in the articles to follow. 


430 I. C. C., 389. 
530 I. C. C., 456. 


TAX ON AUTOMOBILES 
The Traffic World Washington Bureau 


Representatives of the automobile industry and automobile 
users appeared before the House committee on ways and means, 
November 7, in support of repeal of the excise tax on automobils. 
George M. Graham, assistant to the president of the Willys- 
Overland Company, Toledo, O., spoke for motor car manufac- 
turers, taking exception to Secretary Mellon’s statement that 
the automobile was a “semi-luxury” that should be subjected to 
continued federal taxation. He said the tax was a levy on a 
necessity. Replying to Secretary’s Mellon’s query as to whether 
it was fair to ask the railroads to contribute to the construction 
and maintenance of the roads on which their rivals operated 
while exempting the latter from any contribution, Mr. Graham 
said: 


Since federal appropriations are but two per cent of the total 
annual expenditures of the government, it is fair to say that only two 
per cent of the general taxes paid by the railroads or less than 
$2,000,000 in 1925 of the railroad taxes went to highways. 

Further, every automobile manufacturer, distributor, dealer and 
highway transportation company pays the same general taxes as do 
the railroads and in addition they pay excise taxes which are pre- 
cisely the same as the discriminatory taxes on railroad transportation, 
the telephones and the telegraph which Congress repealed immediately 
at the close of the war. 

Beyond this, every motor car user pays all kinds of state and 
municipal special taxes. Last year his total special taxes amounted 
to $712,000,000 or enough to pay all current highway costs and yet 
he still had to pay all of the ordinary taxes to which all industry 
and individuals are subjected. 


Mr. Graham said with respect to highway competition with 
the railroads, that nearly 900,000 carloads of passenger automo- 
biles and trucks were shipped by rail last year, “an item which 
makes this commodity the third largest user of railroad freight, 
with petroleum and iron, both largely affected by motor car use 
and manufacture, first and second.” Continuing, he said: 


In all, nearly 3,000,000 freight carloads were generated last year 
for the railroads by the motor industry without making any estimate 
whatsoever of carloads resulting from road-building machinery ship- 
ments, materials and equipment used in automobile manufactories, 
garages, coal and other extensive shipments. _ 

It is a further fact that the railroads are today becoming large 
users of trucks and busses and no one éan deny that were road im- 
provement to stop today that rail revenues would be seriously crippled. 


Meeting the Secretary’s comment that motor users should 
make some contribution in return for federal highway appropri- 
ations, Mr. Graham pointed out that federal road funds were 
justified only as the improvement of post roads constituted a 
general benefit. 

“Federal highway aid was granted first and motor excise 
taxes were imposed only for emergency revenue needs,” he said. 
“There is no relationship between the two.” 

Thomas P. Henry, president of the American Automobile 
Association, also took issue with Secretary Mellon as to his 
statement with reference to the railroads. 

S. A. Markel, chairman of the legislative committee of the 
motor bus division of the American Automobile Association, 
pointed out that the federal excise tax was only one of a number 
of taxes paid by automobile users. 

“For a comparatively recent entrant into the field of trans- 
portation, the motor bus is laboring under an enormous tax 
burden,” said he. “The federal excise tax from which we seek 
relief is one of the many levies imposed upon us. This tax alone 
is relatively light when measured against our total tax bill. The 
total annual taxes on common carrier busses under the 1926 
law, excluding federal income taxes and personal property taxes, 
amounted to over $20,000,000. If the federal income tax and the 
personal property taxes levied against the $300,000,000 worth of 
equipment, terminals, garages, etc., were included, the total 
would run up to 28 or 30 million dollars.” 

Roy D. Chapin, president of the National Automobile Cham- 
ber of Commerce, in a statement favoring immediate removal 
of the 3 per cent excise tax on automobiles, said that, in protect- 
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ing the interest of over 20,000,000 motor car owners in America, 
“the manufacturers could not sit idly by and have Secretary 
Mellon attack these vehicles as semi-luxuries and single them 
out for a permanent tax levy by the government.” Continuing, 
he said: 


The automobile has interwoven itself into our national life so that 
we cannot do without it. Already all classes except the tax collector 
admit its necessity. The people in the United States are not willing 
to burden themselves permanently with a tax that was put on as an 
emergency matter during the war, an emergency which no longer 
exists. All war excise taxes have been removed with the exception 
of those on the automobile and firearms. 

Not only does a war excise tax put a special burden on our 
product but in so doing it hampers a vital necessity, namely, trans- 
portation. 

The people will not permit this particular means of transporta- 
tion to be singled out as against all others for an excise tax. 

Our industry speaks not only with the backing of this vast army 
of motor car users but as a business whose sincere desire, as the 
people realize, is to produce its own form of transportation at the 
lowest possible cost to the public. 

The motor vehicle must be recognized as a necessity. If proof 
were needed, a law requiring a stoppage of all motor transportation 
in America for one week would create such chaos as to change the 
attitude of those who look upon the automobile as an easy object 
—, which the government may permanently levy an outlived war 
tribute. 

Federal aid for highways must not be confused with the automobile 
tax because government cooperation in our wonderful system of na- 
tional roads was instituted well before the war and is just as much 
a part of the governmental program as the appropriation for rivers 
and harbors, the lighting of airways, and the numerous other ex- 
amples of special federal help to commerce. 

The automobile owners have emphatically requested the removal of 
the 3 per cent war tax on their vehicles, and we vigorously join 
with them for this purpose. 


SHIPPING CONTAINER SPECIFICATIONS 


On application of the Canadian Explosives, Ltd., the Board 
of Railway Commissioners for Canada has ordered that para- 
graph 7 of Shipping Container Specification No. 13 be amended 
by adding the following paragraph: 


(d) A triple disc-closing device, consisting of one steel disc not 
less than 0.016 inch thick between two felt paper discs not less than 
0.055 inch thick each, of 2% inches in diameter, secured in a circular 
depression in the head of not less than 2% inches in diameter and \% 
inch deep, by means of two semi-circular flaps sheared within this 
depression in such a manner as to be leak-proof. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic manager or assistant, good knowl- 
edge all phases traffic matters, rates, claims, adjustments, etc.; 12 
years’ railroad and commercial experience. Address C. H. 
care Traffic World, Chicago, IIl. 














POSITION WANTED—Traffic manager or assistant; nine years’ 
experience in railroad and industrial traffic work; four years study of 
traffic management and law; thirty years of age; married. Now 
traffic manager for concern doing national business. Address A. R. 
S. 68, care Traffic World, Chicago, Ill. 
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central location give 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National - ggeed 
System, published by West Publishing Co., St. Paul, Minn 
Copyright by West Publishing "Co. ) 





LOSS OF OR INJURY TO GOODS 


(District Court of Appeal, First District, Division 2, Califor- 
nia). Provisions in bill of lading provided for or permitted by 
bills of lading act (49 USCA, sec. 81-124 (U. S. Comp. St., sec. 
8604aaa-8604w) ), and Carmack amendment, as amended by Cum- 
mins’ amendment (49 USCA, sec. 20, pars. 11, 12 (U. S. Comp. St., 
see. 8604a, 8604aa)), held not to imply that the fact that no 
claim was filed for damage to a shipment changes the rule that 
showing delivery to the carrier in good condition and delivery 
by the carrier to the consignee in a deteriorated condition con- 
stitutes a prima facie case—Crinella vs. Northwestern Pac. R. 
Co., 250 Pac. Rep. 774. 

In action against railroad for damage to shipment, asking 
shipper if he had filed claim held not to call for secondary evi- 
dence, since it was not the contents of the claim which were 
desired, but merely whether or not one had been filed.—Ibid. 

Appellant cannot claim that the record is deficient in lack- 
ing material evidence which had been erroneously kept out by 
his objection on the greund that it was immaterial, irrelevant 
and incompetent.—Ibid. 

Objections must be specific, espectially where they are of 
such a nature that they may be obviated when attention is called 
to the defective nature of the testimony offered.—Ibid. 

Where appellant had objected to a question because he 
claimed it called for evidence which was immaterial, irrelevant 
and incompetent, he cannot argue on appeal that such evidence 
was inadmissible because it was secondary evidence, since objec- 
tion to offer of secondary evidence must be specific.—Ibid. 

Inaction against carrier for damage to shipment of grapes, 
whether there was unreasonable delay held for jury.—Ibid. 

In action against carrier for damage to shipment of grapes, 
whether the refrigerator cars in which they were shipped were 
properly iced held for jury.—Ibid. 

Condition of shipment of grapes of a highly perishable 
nature at the time of arrival at destination could be inferred 
from its condition on the third day following.—Ibid. 

Consignee must accept delivery of goods, which are partially 
damaged, in order to minimize the damage.—Ibid. 

Where a shipment is damaged to the extent that it is prac- 
tically valueless, considering the expense of acceptance and use 
and the purpose for which it was intended, the consignee may 
reject.—Ibid. 

Where a shipment of grapes offered for delivery by the car- 
rier to the consignee was apparently damaged, but from outward 
appearances it was impossible to know the extent of the damage, 
held, that the consignee was entitled to inspect the goods before 
accepting or rejecting them.—Ibid. 

Where the tendered delivery to the consignee of a carload 
of grapes without inspection was an insufficient discharge of the 
carrier’s obligation, its liability thereafter until inspection con- 
tinues as that of a common carrier, and not merely as that of 
a bailee.—Ibid. 

The duty of a carrier to deliver a shipment and the duty of 
the consignee to accept are reciprocal, notwithstanding that 
bills of lading act, sec. 8 (49 USCA, sec. 88 (U. S. Comp. St., sec. 
8604dd)), has no provisions concerning consignee’s duty to 
accept.— Ibid. 

Fact that shipper and consignee were interested in a ship- 
ment of grapes as joint adventurers held not to make consignee’s 
. rights different than rights of ordinary consignee in respect to 
right of inspection.—Ibid. 

‘Modification of instruction offered by carrier, that if con- 
signee refused delivery carrier was not liable for resulting dam- 
age, by adding “without lawful reason” and after the expression 
“refused to accept delivery,” held not abstract and indefinite, 
notwithstanding there was no further instruction as to what 
constituted a lawful reason, especially where language followed 
words of bills of lading act, sec. 8 (49 USCA, sec. 88 (U. S. Comp. 
St., sec. 8604dd)), concerning carrier’s duty to deliver in 
absence of “some lawful excuse.”—Ibid. 

In action against railroad for damage to a shipment of 
grapes, market value of the grapes at point of destination held 
question for jury.—Ibid. 

Where refused requested instruction was covered in sub- 
stance, by instruction given, there was no error.—Ibid. 

(Court of Appeals of Georgia, Division No. 2.) Where con- 
signee refuses to accept goods from carrier who offers to deliver 
it, carrier is required to exercise due diligence in notifying con- 
signor of consignee’s refusal to accept goods.—Atlantic Coast 
Line R. Co. vs. Ousley Co., 1389 S. E. Rep. 586.) 
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Where goods are consigned under order notify bill of lading, 
consignor is not chargeable with notice of failure by order 
notify consignee to accept goods, and carrier must exercise due 
diligence in notifying consignor of such failure.—lIbid. 

Where goods deteriorate in value because of carrier’s failure 
to notify consignor of consignee’s failure to accept goods, carrier 
is liable for damages suffered by consignor.—lIbid. 

Petition by consignor against initial carrier, for damages 
resulting from failure to notify consignor of consignee’s failure 
to accept goods, stated cause of action under Carmack amend- 
ment (49 USCA, sec. 20 (U. S. Comp. St., sec. 8604a, 8604aa)), 
fixing on initial carrier liability under contract for negligence 
of delivering carrier.—Ibid. 

In suit by consignor against carrier for damages to carload 
of watermelons through failure to notify consignor of consignee’s 
failure to accept goods, petition describing car by number, road 
to which it belonged, and average weight of melons, alleged 
sufficient data describing property, and was not demurrable for 
failure to allege number of watermelons in car.—lIbid. 

In suit against carrier for failure to notify consignor of 
consignee’s nonacceptance of goods, where bill of lading under 
which shipment was made, although issued in exchange for 
another bill of lading, was issued in county in which suit was 
brought, court had jurisdiction.—Ibid. 

(Supreme Court of North Carolina.) In action against railroad 
for loss sustained in shipping potatoes, whether railroad provided 
suitable car for the shipment held for jury.—Hardison vs. Nor- 
folk Southern R. Co., 139 S. E. Rep. 439. 


(Supreme Court of Michigan.) State Supreme Court is 
bound by decisions of United States Supreme Court in case pre- 
senting assertion of rights secured by federal Constitution. 
—Smart vs. Florida East Coast Ry. Co., 215 N. W. Rep. 390. 


Foreign corporation is amenable to process, under Comp. 
Laws, 1915, sec. 12434, to enforce personal liability, in absence 
of consent, only if it is doing business within state in such 
manner and as to such extent as to warrant inference that it is 
present there.—Ibid. 


Foreign corporations, engaged as common carriers in inter- 
state commerce and operating no railroad lines in state, but 
merely soliciting business therein, to be transacted outside state 
wholly in interstate commerce, were not doing such business 
within state as to warrant inference of their presence therein, 
so as to authorize service of process in suit involving interstate 
shipments, on local agent soliciting such business, under Comp. 
Laws 1915, sec. 12434.—Ibid. 


Common carrier’s solicitation of interstate business in state 


is not transaction within state of business beyond protection of 
federal Constitution.—Ibid. 












Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from R: ers and Digests of National aged 


eport 
System, published by West Publishing Co., St. Paul, Minn 
Copyright by West Publishing Co. ) 
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(District Court, D. Connecticut.) There are no such pro- 
ceedings in admiralty as motions to quash or strike out libel, or 
to remove suit to another district—In re Thames Towboat Co., 
21 Fed. (2d) 573. 

The District Court of the district in which the owner of a 
vessel is incorporated and in which the vessel is at her home 
port, has jurisdiction of a suit by such owner for limitation of 
liability, and such jurisdiction is not affected by the fact that a 
libel against the vessel had been filed in another district on 
which no process was issued.—lIbid. 

(Supreme Court of Wisconsin.) Contract for shipment of 
ties and posts by steamer held not void on ground of mutual 
mistake of fact as to steamer’s carrying capacity, in view of 
lack of information by both parties as to carrying capacity and 
agreement for a-lump freight for full load; such load to be 
left to judgment of captain—Horn vs. Schlosser, 215 N. W. 461. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Repovter 
Sean. published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co .) 





REGULATION OF COMMON CARRIERS 
(District Court, W. D. Pennsylvania.) Rulings of Interstate 
Commerce Commission, though not conclusive on federal District 
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Court, are at least highly persuasive.—United States vs. Pennsyl- 
vania R. Co., 21 Fed. (2d) 579. 

Under Interstate Commerce Act, sec. 4, as amended by act 
June 18, 1910, sec. 8, and Transportation Act 1920, sec. 406 (49 
USCA, sec. 4 (Comp. St., sec. 8566)), where Director General 
of Railroads, during federal control, equalized defendant rail- 
road’s freight charges which had discriminated against inter- 
secting points in favor of longer haul points on same line, and 
defendant acquiesced in such equalization for two years after 
termination of federal control, held that defendant was not 
authorized to restore such discriminatory rates without consent 
of Interstate Commerce Commission, in view of Interstate Com- 
merce Commission Ruling 395, 406, and General Order No. 3700, 
notwithstanding its petition for relief from provisions of such 
section 4, filed before federal control, 'was never acted on by 
Commission.—Ibid. 

Where railroad had knowledge of its published discrimina- 
tory long and short haul freight rates and asserted right to 
enforce such rates without obtaining consent of Interstate 
Commerce Commission, as required by interstate commerce act, 
sec. 4, as amended by act June 18, 1910, sec. 8, and transportation 
act 1920, sec. 406 (49 USCA, sec. 4 (Comp. St. 8566)), there was 
sufficient guilty knowledge or intent to justify conviction for 
willful violation of statute.—Ibid. 

(District Court, W. D. N. Y.) Under transportation act, sec. 
206 (a), being 49 USA, sec. 74 (Comp. St., 1007114cc) ), provid- 
ing that actions to enforce reparation awards made by the 
Interstate Commerce Commission “may be brought within one 
year after the date of the Commission’s award,” the time runs 
from the date the money ‘is to be paid, which is the effective 
date of the order.—Acheson Graphite Co. vs. Mellon, Director 
General of Railroads, et al., 21 Fed. (2d) 562. 

Filing of petition and issuance and delivery to the marshal 
of summons in an action to enforce a reparation award of the 
Interstate Commerce Commission against the Director General 
of Railroads as agent, within a year after the award was 
directed to be paid, which summons was served within a reason- 
able time, though after expiration of the year, on one author- 
ized by Transportation Act, sec. 206 (b), being 49 USCA, sec. 74 
(Comp. St., sec. 10071%4cc), to receive service, held commence- 
ment of the action within the year limited by paragraph (a) of 
the section.—Ibid. 

In an action against the Director General of Railroads as 
Agent, failure to designate him in petition by his exact official 
title as Agent of the President held not an ouster of jurisdiction, 
but if an irregularity, curable by amendment.—Ibid. 

(Supreme Court of Wisconsin.) Railroad Commission has 
authority to investigate, hear, and decide questions relating to 
overcharges, and make appropriate orders permitting and 
authorizing, but not attempting to compel, public utility to 
refund any amount found to be excessive, unlawful or unreason- 
able.—Chicago, M. & St. P. Ry. Co. vs. Railroad Commission, 215 
N. W. Rep. 442. 

Order of Railroad “Commission, authorizing railroad to 
refund $140 excess demurrage, was not in nature of judgment, 
but only effect of order was to give apparent or prima facie 
authority to railroad company to pay shipper that which, except 
for order, might seem to be an unlawful preference of such 
particular shipper, which might subject railroad to penalty under 
St. 1925, sec. 195.39, 195.40, or the shipper under sec. 195.41.—Ibid. 

Under St. 1925, sec. 195.18, 195.54, Railroad Commission had 
authority to investigate, hear and decide that excess demurrage 
paid under straight demurrage rate over that which shipper 
would have been required to pay, had proposed average agree- 
ment been in force, was erroneous, and to make order permitting 
railroad company to refund excess.—Ibid. 

Order of Railroad Commission authorizing railroad com- 
pany to refund excess demurrage charges paid by shipper over 
that due under proposed average agreement, did not deprive 
railroad company of right to have claims passed upon by courts 
since, if carrier refuses to make refund, party aggrieved may 
maintain action in courts under St. 1925, sec. 195.54, and findings 
of commission are prima facie evidence only of truth of facts 
found by it.—lIbid. 


N. P. GUARANTY OVERPAYMENT 


The Court of Appeals of the District of Columbia has affirmed 
a judgment of the Supreme Court of the District dismissing a 
petition of the Northern Pacific for a common law writ of certi- 
orari to review and set aside a decision and certificate of the 
Commission, under the guaranty provisions of the transportation 
act, as “beyond the scope and powers of the Commission and 
null and void.” This is the proceeding that grew out of the 
finding of the Commission that the Northern Pacificshad been 
overpaid to the etxent of $1,320,241.75, under sections 209 and 
212 of the transportation act for the “guaranty period” following 
the period of federal control. The Commission certified partial 
and advance payments in favor of the carrier and later ascer- 
tained that more than enough to make good the guaranty had 
been certified. 
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The court said the question at issue was whether the Com- 
mission was acting within its jurisdiction when it found, at final 
hearing, that the amount necessary to make good the guaranty 
to the carrier was less than the aggregate of amounts thereto- 
fore certified, and found that it was acting within its jurisdiction. 
It said whether the Commission erred in its conclusion was not 
a pertinent inquiry here. E. M. Reidy argued the case for the 

, Commission. 


LIVE STOCK RATE ARGUMENT 
The Trafic World Washington Bureau 


Unilateral arguments were made November 9 in I. and S. 
No. 2917, live stock from western points to Chicago-Milwaukee 
territory. Only attorneys for protestants appeared. Counsel for 
the railroads took the position that, inasmuch as the suspension 
proceeding had been made a part of the Hoch-Smith live stock 
investigation, the record in which has not been completed, the 
Commission should do no more than issue an order vacating the 
suspension, thereby allowing the increased rates to go into 
effect. At the hearing before Examiners Stiles and Parker, they 
said they would not make a complete case in regard to the 
proposed rates because of the assignment of this case as part 
of the broader inquiry, but would treat the rate structure more 
fully in the further testimony in the Hoch-Smith live stock case. 

The suspended rates were filed in purported compliance 
with the Commission’s decision in Oscar Mayer & Co. vs. Santa 
Fe, 122 I. C. C. 305. In that case the Commission found rates 
on cattle and hogs from South St. Paul, Sioux Falls, and Sioux 
City to Madison, Wis., unduly prejudicial to Madison and unduly 
preferential of Chicago and Milwaukee to the extent the rates 
from South St. Paul, Sioux City, and Sioux Falls to Chicago 
and Milwaukee did not show a spread of 2.5 cents, Madison under 
Milwaukee and Chicago, from South St. Paul and Sioux Falls, 
and one cent from Sioux City. The carriers proposed to re- 
move the undue prejudice by increasing the rates to Chicago 
and Milwaukee 2.5 cents from the southern Missouri River 
crossings as well as from the northern crossings. 

Time for discussion of the proposed adjustment was as- 
signed to N. D. Belnap, R. D. Rynder, R. D. Springer, H. J. Camp- 
bell, H. C. Wilson, Walter Condran, H. R. Park, and P. E. 
Blanchard. Mr. Springer appeared for Sioux Falls, Mr. Wilson 
for Sioux City, Mr. Condran for the state of Iowa, Mr. Park for 
the Chicago Live Stock Exchange, and the others for packing 
companies. 


COTTON PRICES AND RATES 


“That cotton distribution is not restricted by the cost of 
transportation is shown by a study just completed by the Bureau 
of Railway Economics in respect to cotton production and dis- 
tribution and the effect of freight rates on prices received by 
the grower,” says a statement issued by the bureau. 

“During the period from 1910-1915, the annual difference 
between the price of cotton at Liverpool and on the farms of 
the United States was $2.72 per 100 pounds. In the period from 
1916-1920, the average was $12.04, while in the period from 
1921-1926, it was $5.32. 

“The differences between the Liverpool prices and the 
United States farm prices presumably cover all costs of trans- 
portation by rail and water and such other costs of handling 
as commissions, insurance, and profits, if any. 

“Export rail rates on cotton in the United States represent 
a comparatively small part of these differences. The export 
rates, whcih include terminal expenses in getting shipments to 
shipside, averaged between 75 and 85 cents per hundred pounds 
during the four crop years (1923-1926), which was from 14 to 
16 per cent of the cost of taking the cotton from the American 
farmer to Liverpool. 

“Compared with the delivered prices, the cost of rail trans- 
portation of cotton in the United States averaged but 3 per 
cent of the Liverpool price.” 

The southern cotton growing states have forged to the 
front as the center of the cotton spinning industry of the United 
States, according to the bureau, which says: 


Since 1923, there has been a gradual decrease in the number of 
spindles in place in the New England states, while in the southern 
states there has been a progressive increase. Although the number 
of spindles in place in the southern states in 1926 was slightly less 
than in the New England states, the activity of the spinning industry 
in the south was greater. The south is credited with 62.3 per cent of 
the total spindle hours worked in 1926, as against 33.6 per cent in the 
New England states and 4.1 per cent in all other states. Coincident 
with the expansion in spindle activity in the south, there has been 
an increase in the amount of cotton consumed. Of the total domestic 
cotton consumed in the United States in 1926, the south used 71.5 
per cent, the New England states, 22.9 per cent, and the remaining 
states, 5.6 per cent. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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THE BULL DOG 
Merchandise 


Akron to Seaboard Cities 


FLYING CLOUD 
Merchandise 


Buffalo to Pittsburgh 


THE BISON 
Live Stock—Perishable 
Buffalo to Seaboard Cities 


THE CRACKAJACK 
Merchandise 
Buffalo to Seaboard Cities 


MAN O’WAR 
Live Stock 
Chicago to Seaboard Cities 


THE PACKER 
Perishable Freight 


Chicago to Seaboard Cities 


THE MERCURY 
Merchandise 


Chicago to Seaboard Cities 


THE SALESMAN 
Merchandise 
Chicago to Buffalo 


THE MASCOT 
Merchandise 
Chicago to Pittsburgh 


THE RELIABLE 
Perishable —Merchandise 
Chicago to Coiumbus 


THE VIRGINIAN 
Perishable —Merchandise 


Chicago to Columbus 


THE DERBY 
Perishable —Merchandise 


Chicago to Indianapolis 


THE COLONEL 
Perishable —Merchandise 
Chicago to Louisville 


THE INVINCIBLE 
Perishable —Merchandise 
Chicago to Cincinnati 


SPARK PLUG 
Live Stock —Perishable 


Cincinnati to Pittsburgh 
and Seaboard Cities 


THE CINCINNATUS 
Merchandise 
Cincinnati to Seaboard 
Cities 


THE CAPTIVATOR 
Merchandise 
Cincinnati to Columbus 


THE STRAITS 
Perishable—Merchandise 
Cincinnati to Detroit 
THE FOREST CITY 


Perishable—Merchandise 
Cincinnati to Cleveland 


THE EAGLE 
Perishable —Merchandise 


Cleveland to Seaboard Cities 


THE GAS WAGON 
Merchandise 


Detroit to Seaboard Cities 


THE GREYHOUND 
Live Stock 


St. Louis to Seaboard 
Cities 


UNCLE SAM 
Perishable Freight 


St. Louis to Seaboard 
Cities 


THE TRAFFIC WORLD 


THE ORIOLE 
Perishable Freight 
(From Southern States) 


Washington to New York 


UNCLE REMUS 
Perishable Freight 
(From Southern States) 


Washington to Boston 


THE ACCELERATOR 
Merchandise 


Toledo to Pittsburgh 


‘The Limiteds 
of the Freight Service” 


Through Pennsylvania Freights 
whose regular dependable per- 
formances have earned distinc- 


tive names... 


THE ECLIPSE 
Merchandise 
St. Louis to Seaboard 
Cities 
THE TRAILBLAZER 
Merchandise 
St. Louis to Pittsburgh 


THE THOROUGHBRED 
Live Stock 
Indianapolis to Pittsburgh 
and Seaboard Cities 


THE BULLET 
Perishable Freight 


Indianapolis to Seaboard 
Cities 


THE CAT BIRD 
Perishable—Merchaniise 


Norfolk to New York 


THE PREMIER 
Live Stock 
Pittsburgh to Seaboard 
Cities 
THE IRON MASTER 
Merchandise 
Pittsburgh to New York 


THE CHAMPION 
Perishable —Merchandise 
Pittsburgh to Wilkes-Barre 





THE ROCKET 
Perishable —Merchandise 


Seaboard Cities to 
Cincinnati 


THE BIG SMOKE 
Merchandise 


Columbus to Chicago 


LIGHTFOOT 
Perishable Freight 
Columbus to Chicago 


THE VALET 
Perishable —Merchandise 
Seaboard Cities to Louisville 


THE MIAMI 
Merchandise 


Detroit to Cincinnati 


THE PURPLE EMPEROR 
Perishable —Freight 
(From Southern States) 


Washington to Buffalo 


THE NORTH STAR 
Perishable —Merchandise 
Pittsburgh to Buffalo 


THE WHITE MOTH 
Perishable —Merchandise 
Seaboard Cities to Ft. Wayne 












































THE PEERLESS 
Merchandise 


Pittsburgh to Chicago 


THE HUMMER 
Merchandise 


Pittsburgh to St. Louis 


THE STANDARD 
Merchandise 


Pittsburgh to Detroit 


THE HOME RUN 
Empty Refrigerator and 
Tank Cars 


Seaboard Cities to Chicago 


THE REFILLER 
Empty Refrigerator and 
Tank Cars 


Seaboard Cities to 
St. Louis 


‘THE DIVIDEND 
Perishable —Merchandise 
Wilkes-Barre to Pittsburgh 


THE EXCELSIOR 
Merchandise 
Buffalo to Chicago 


THE CHALLENGER 
Perishable —Merchandise 


Cincinnati to Chicago 


THE VAMP 
Merchandise 


Cincinnati to Chicago 


THE QUEEN CITY 
Merchandise 
Cleveland to Cincinnati 


THE BLUE GOOSE 
Perishable —Merchandise 


Seaboard Cities to Buffalo 


THE METEOR 
Perishable —Merchandise 


Seaboard Cities to Cleveland 


THE ARROW 
Perishable —Merchandise 


Seaboard Cities to Detroit 


STAR UNION LINE 
Perishable —Merchandise 


Seaboard Cities to Chicago 


THE YANKEE 
Perishable —Merchandise 


New England to Chicago 


THE COMET 
Perishable —Merchandise 


Seaboard Cities to St. Louis 


THE ACE 
Perishable —Merchandise 
Seaboard Cities to 
Pittsburgh 


THE RENOWN 
Perishable —Merchandise 
Louisville to Chicago 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 












BIG ROAD FIGURES 



























































above $25,000,000. 


follow: 


revenues expenses income 


1927 $484,577,912 $330,897,083 $114,345,965 
1926 503,719,232 340,884,086 123,361,191 


Total—Roads reported: 


New England Region: 
Boston & Maine— 
1927 6,929,157 5,150,191 1,230,247 
1926 7,171,053 5,413,427 1,251,158 
New York, New Haven & Hartford— 
1927 12,287,276 8,206,063 2,940,989 
1926 127531,699 8,762,134 2,625,609 
Great Lakes Region: 


Delaware & Hudson— 
1927 3,825,512 2,690,406 1,049,112 
1926 4,275,711 2) 859,162 1,271,157 
Delaware, Lackawanna & Western System— 
192 7,341,020 5,024,005 1,711,491 
1926 8,012,908 5,385,063 1,995,506 
Erie (including Chicago & Erie)— 
1927 11,088,763 8,110,557 2,168,822 
1926 12,026,317 8,445,384 2,882,948 


1927 6,690,730 5,048,628 1,163,273 
1926 7,265,399 5,340,407 1,463,784 


eid 8,031,691 5,397,717 2,094,916 
1926 8,623,204 5,687, 1373 2,325,332 
New York Central (including Boston & Albany)— 
1927 33,878,675 25,223,399 6,343,492 
1927 35,388,985 25,084,683 7,801,870 
New York, Chicago & St. Louis— 
1927 4,498,334 3,246,735 804,158 
1988 4, "851, 370 3,480,455 932,844 


1927 4,088,641 2,716,324 1,052,437 

1926 4,363,364 2,822,644 1,125,177 
Pittsburgh & Lake Erie— 

1927 2,704,542 2,155,371 789,691 

1926 2,963,208 2,250,329 914,276 


1927 5,955,603 4,205,152 1,199,480 
1926 6,371,815 4,610,746 1,218,723 
Central Eastern Region: 
Baltimore & Ohio— 
1927 21,506,667 15,364,515 4,885,458 
1926 23,223,244 16,426,504 5,344,113 
Central of New Jersey— 
1927 5,222,147 3,557,601 1,094,173 
1926 5,623,027 3,878,170 3, "164, 360 
Chicago & Eastern Illinois— 
1927 2,232,201 1,792,526 224,387 
1926 2,519,815 1,784,423 476,229 
Cleveland, eas Chicago & St. Louis— 
8,255,216 5,975,017 1,729,044 
1936 8,476,689 6,018,059 1,999,129 
Elgin, Joliet & Eastern— 


Lehigh Valley— 


Michigan Central— 


Pere Marquette— 


Wabash— 


1927 1,946,055 1,403,651 276,576 

1926 2,173,822 1,408,888 500,385 
Long Island— : 

1927 3,908,051 2,283,233 1,110,705 

1926 3,759,688 2,266,775 919,654 
Pennsylvania— 

1927 58,975,721 42,094,223 11,796,675 

1926 63,040,729 45,495,795 12,387,793 
Reading— 

1927 7,514,425 5,776,136 1,366,898 

1926 8,501,634 5,959,588 2,239,004 


Pocahontas Region: 


Chesapeake & Ohio— 
1927 12,146,068 7.513,695 3,970,431 
1926 11,903,165 7,622,681 3,650,011 


Norfolk & Western— 
1927 9,977,752 5,946,024 3,395,443 
1926 11,015,880 6,164,941 3,945,246 
Southern Region: 


Atlantic Coast Line— 


1927 5,595,228 5,067,942 230,784 

1926 6,957,916 5,790,892 714,089 
Central of Georgia— 

1927 2,595,741 1,682,571 748,386 

1926 2,854,468 1,930,613 716,584 


Illinois Central— 
1927 13,774,603 10.047,803 2,602,846 
926 13,555,765 10,360,203 2,256,613 


1 
Louisville & Nashville— 
1927 12,809,020 9,226,143 2,895,034 
1926 12,361,091 9,316,203 2,426,657 
Seaboard Air Line— 
1927 4,486,645 3,512,963 696,186 
1926 5,273,604 3,841,197 1,092,560 


a 13,067,180 8,136,819 4,036,149 
926 13,437,933 8,648,683 3,920,132 
Yazoo & Mississippi Valley— 
1927 2,505,147 2,091,954 140,336 
1926 3,000,591 2,014,391 628,190 
Northwestern Region: 


Chicago & North Western— 
1927 $14,838,998 $10,413,566 $3,119,013 
1926 8§= 114, 484, 267 10,294,660 3,095,087 


Southern— 





Large Class I steam railroads had an aggregate net railway 
operating income of $692,764,503 in the nine months ended with 
September, as compared with $752,764,305 for the same period of 
1926, and of $114,345,965 for September, as compared with $123,- 
361,191 for September, 1926, according to the monthly statement 
prepared by the bureau of statistics of the Commission from 
reports of large steam railways having annual operating revenues 


Operating revenues, operating expenses, net railway operat- 
ing income and operating ratio of the individual roads covered 
by the statement, for September, 1927, and September, 1926, 


Net Oper- 
railway ating 
Operating Operating operating ratio 


% 


68.3 
67.7 


70.3 
66.9 


68.4 
67.2 


73.1 
70.2 


75.5 
73.5 


67.2 
66.0 


74.5 
70.9 


72.2 
71.7 


66.4 
64.7 


79.7 
75.9 


70.6 
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90.6 
83.2 


64.8 
67.6 


72.9 
76.4 


72.0 
75.4 


78.3 
72.8 


62.3 
64.4 


83.5 
67.1 
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Operating 
revenues 
Chicago, Milwaukee & St. Paul— 
1927 16,816,665 
1926 15, 460, 555 


Operating 
expenses 


11,712,348 
10,960,847 


Chicago, St. Paul, Minneapolis & Omaha— 


1927 901,652 
1926 2 451,365 


1927 13,351,222 
926 13,513,306 


Great Northern— 


1 
Minneapolis, St. ~_— é Sault Ste. Marie— 


5,683,516 
1926 4,696,807 


= 10,126,483 
1926 9,701,389 


Northern Pacific— 


1,954,769 
3 796,729 


6,961,953 
7,130,466 


3,276,094 
3,114,608 


5,889,042 
5,587,040 


Oregon-Washington R. R. & "Navigation Com 


1927 3,078,619 
1926 3,103,400 


Central Western Region: 


Atchison, Topeka & Santa Fe— 
1927 18,402,883 
1926 19,906,787 
Chicago & Alton— 
1927 2,497,169 
1926 2, 800, 586 
Chicago, Burlington & Quincy— 
1927 14,342,623 
1926 14, 770, 124 
Chicago, Rock Island & Pacific— 
1927 11,795,255 
1926 = 11, 584, 073 
Denver & Rio Grande Western— 
1927 3,193,857 
1926 3,516,986 
Oregon Short Line— 
1927 3,929,087 
1926 3,856,301 
Southern Pacific (Pacific Lines)— 
1927 20,530,280 
1926 20,646,019 


1927 12,845,855 
1926 13,094,990 


Gulf, Colorado & Santa Fe— 
1927 2,748,869 
1926 3,049,194 
Missouri-Kansas-Texas— 
1927 3,126,368 
1926 3,187,734 
Missouri-Kansas-Texas of Texas— 
1927 1,855,700 
1926 2,117,499 


1927 11,150,366 

1926 12,237,548 
St. Louis-San Francisco— 

1927 7,613,401 

1926 7,978,771 
Texas & New Orleans— 

1927 6,626,778 

1926 6,969,122 


1927 3,284,455 
1926 3,068,315 


Union Pacific— 


Southwestern Region: 


Missouri Pacific— 


Texas & Pacific— 


2,006,805 
1,972,188 


12,045,731 
10,760,908 


1,950,531 
2,161,453 


8,980,448 
9,673,153 


7,898,871 
7,990,488 


2,243,624 
2,358,324 


2,188,094 
2,168,556 


12,754,504 
12,485,027 


6,827,966 
6,762,031 
1,701,944 
1,890,420 


1,942,302 
2,259,340 


1,286,291 
1,366,449 


8,126,079 
9,063,525 


4,929,704 
5,158,085 


4,845,480 
4,756,743 


2,313,573 
2,103,233 
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Net Oper- 
railway ating 
operating ratio 


income 


3,524,255 
3,242,745 


692,743 
434,189 


4,949,544 
5,006,648 


1,862,099 
1,182,037 


3,343,502 
3,432,426 


640,608 
779,311 
4,724,278 
7,015,128 


274,233 
371,030 


3,731,584 
3,556,703 


2,831,118 
2,545,650 


804,095 
1,006,046 


1,361,404 


1,292,749 


5,692,647 
6,060,628 


4,754,378 
5,017,961 
730,272 
927,597 


853,045 
716,331 


359,565 
501,352 


2,249,966 
2,231,158 


2,232,337 
2,377,309 


1,149,804 
1,639,293 


717,856 
740,680 


% 


69.6 
70.9 


67.4 
73.3 


52.1 
52.8 


57.6 
66.3 


58.2 
57.6 


65.2 
63.5 
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61.9 
62.0 


62.1 
70.9 


69.3 
64.5 


72.9 
74.1 


64.8 
64.6 


73.1 
68.3 


70.4 
68.5 


The corresponding figures for the nine months ended with 


1927 $3,974,598,607 $2,966,270,127 $692,764,503 
1926 4,061, 759, 973 2,994, 988, 819 752,764,305 
New England Region: 


Boston & Maine— 
1927 58,441,193 
1926 60,783,602 


New York, New Haven & Hartford— 


1927 104,420,250 
1926 105,604,108 


Delaware & Hudson— 
1927 32,227,821 
1926 834, 049; 890 


Great Lakes Region: 


44,243,811 
45,983,189 


75,624,564 
77,830,131 


25,913,445 
25, 212; 597 


Delaware, penmmeie & Western System— 


927 63,421,776 

1926 65,346,182 
Erie (including Chicago & Erie)— 

19 92,050,462 
1926 92,234,205 


1927 56,302,016 
1926 59,447,152 
Michigan Central— 
1927 68,614,179 
1926 72,753, "016 


bo 
~ 


Lehigh Valley— 


New York Central (including Boston & Albany)— 


1927 292,619,022 

1926 297,185,971 
New York, Chicago & St. Louis— 

1927 40,412,114 

1926 40,947,485 
Pere Marquette— 

1927 33,943,055 

1926 33,957,588 
Pittsburgh & Lake Erie— 

1927 24,779,308 

1926 24,961,793 


1927 50,686,740 
1926 52,862,556 


Wabash— 


Central Eastern Region: 


Baltimore & Ohio— 
1927 187,325,066 
1926 188,583,238 
Central of New Jersey— 
1927 44,431,959 
1926 44,761,870 


45,442,196 
46,050,644 


73,827,879 
73,572,862 


44,683,849 
44,720,129 


47,343,908 
49,116,229 


220,447,533 
219,602,106 


29,310,384 
29,840,046 


23,826,569 
23,671,753 


20,181,362 
20,060,102 


39,087,568 
39,818,011 


139,707,992 
139,812,622 


32,734,364 
31,989,084 


September and for the same period of 1926 follow: 
Total—Roads reported: 


9,384,318 
10,104,856 


18,094,798 
18,316,435 


5,116,343 
7,839,004 


12,620,716 
13,976,647 


11,280,704 
12,374,610 


7,608,444 
10,459,146 


16,367,052 
18,030,340 


49,773,530 
55,301,485 


7,111,568 
7,363,263 


7,180,930 
7,208,132 


6,397,558 
6,639,814 


6,722,198 
8,092,470 


36,304,614 
37,519,714 


7,954,929 
7,922,022 


74.6 
73.7 


80.4 
74.0 


2.7 
70.5 


80.2 
79.8 


79.4 
75.2 


69.0 
67.5 


75.3 
73.9 


72.5 
72.9 


70.2 
69.7 


81.4 
80.4 


77.1 
75.3 


on 
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An Announcement 


A New Traffic Management 
Training 


LaSalle Extension University announces an entirely new and thoroughly up-to-date course of spare 
time training in Traffic Management. 

This course is not an old one made over, although we have just cause to be proud of the results 
obtained by men who have completed our former Traffic Course. It is entirely new, conceived, planned 
and executed to reflect present-day conditions in the industrial and transportation fields. It embraces all 
phases of traffic management from both the railroad and industrial angles; moreover, many innovations 
intensely practical in character and never attempted before by any traffic management training are 
embodied. 

Written and edited by railroad and industrial traffic men of national reputation, it places at the 
disposal of anyone who desires to become proficient in the intricacies of this relatively-new profession, 
the combined experience of traffic field leaders. 


Based upon the experience plan, administered through our justly renowned problem method, and 
embodying the most modern and efficient methods of imparting knowledge, it has received the unqualified 
indorsement of educators and traffic officials. 


Intensely practical, yet it includes all of the advantages of the inclusion of principles so essential to 
a scientifically planned and well-balanced course of business training. 


Just as successful lawyers, physicians, or accountants must be thoroughly grounded in the theory of 
their professions, and acquire skill by practice, so the twentieth-century traffic man is afforded the oppor- 
tunity in this training to learn and apply the economic laws underlying the establishment and operation 
of the modern transportation machine, and is then given the mechanical knowledge and skill with which 
to follow through intelligently and effectively. Briefly stated, this course of training contains the 
“Why” as well as the “How.” 

Perhaps the most convincing testimonial to the practical worth of this new training is seen in the 
enthusiastic acclaim accorded it by the traffic executive, the man who knows just what is essential to the 
right kind of training. 

The numerous problems used are those actually met in railroad and industrial traffic departments, 
selected with discriminating care from thousands of problems encountered by the traffic officials of rail- 
roads, industries and traffic associations throughout the United States and Canada. 


This training possesses a strong appeal for the executive as well as the novice, because of its advanced 
information and reference value, based upon exhaustive and painstaking original research. 

The better positions in the traffic field are earned and held as a result of loyal and efficient service. 
To the young man in traffic work who aspires to these better positions, we say that this training will 
enable a man to give such service and thus progress to better positions step by step through the various 
intermediate positions which are available by promotion. To the more experienced traffic man who wishes 
to increase his knowledge and ability, this training will bring much of immediate and lasting value. 


Many of the foremost traffic men in the United States today attribute their success directly and 
equivocally to LaSalle training, and it is due in no small measure to the efforts of these same men that 
LaSalle has been able to prepare and offer to the traffic field this new and remarkably fine course of 


home study training. 


Because space does not permit us to tell more here, we have prepared a 64-page booklet “Opportuni- 
ties in Traffic Management” which describes this training in detail. This booklet will be sent to you with 
our compliments if you will write us on your business letterhead. 


Dept. 1195 
La Salle Extension University, Chicago, Illinois 
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Operating 
revenues 

Chicago & Eastern Illinois— 

1927 20,106,730 

1926 20,617,956 
Cleveland, Cincinnati, Chicago & St. 

1927 69,455,577 

1526 70,287,206 
Elgin, Joliet & Eastern— 

1927 18,870,105 

1926 20,028,273 
Long Island— 

1927 31,053,586 

1926 30,055,304 
Pennsylvania— 

1927 506,133,401 

1926 521,390,880 
Reading— 

1927 69,558,452 

1926 71,935,772 

Pocahontas Region: 

Chesapeake & Ohio— 

1927 102,845,772 

1926 98,168,633 
Norfolk & Western— 

1927 85,028,081 

1926 87,251,093 

Southern Region: 

Atlantic Coast Line— 

1927 61,532,309 

1926 73,786,860 
Central of Georgia— 

1927 21,123,024 

1926 23,911,398 
Illinois Central— 

1927 117,237,200 

1926 116,577,228 
Louisville & Nashville—~* 

1927 109,638,835 

1926 109,871,971 
Seaboard Air Line— 

1927 47,015,986 

1926 52,348,547 
Southern— 

1927 110,865,958 

1926 115,912,958 
Yazoo & Mississippi Valley— 

1927 19,266,916 

1926 22,660,248 


Northwestern Region: 


Chicago & North Western— 
1927 $113,028,590 


1926 
Chicago, Milwaukee & St. 

1927 

1926 


115,171,982 
Paul— 

119,462,155 

118,697,705 


Operating 


expenses 


16,299,970 
16,865,211 
Louis— 
53,045,796 
52,223,112 


12,769,847 
12,907,721 


22,773,836 
21,341,783 


385,585,349 
404,252,561 


54,243,655 
54,283,102 
68,607,490 
67,762,017 


53,165,789 
52,367,886 


48,446,705 
53,117,582 


15,869,304 
17,972,573 


88,483,816 
80,834,682 


85,151,707 
83,337,881 


35,496,009 
38,481,611 


78,960,617 
81,003,610 


16,611,995 
18,064,716 
$86,732,379 
88,455,932 


99,504,885 
96,153,408 


Chicago, St. Paul, Minneapolis & Omaha— 
1 


927 19,857,180 16,114,108 

1926 19,532,541 16,025,822 
Great Northern— 

1927 81,928,588 56,536,057 

1926 82,551,079 56,328,195 
Minneapolis, St. Paul & Sault Ste. Marie— 

1927 35,293,622 26,496,818 

1926 34,809,430 27,051,601 
Northern Pacific— 

1927 67,301,721 51,167,785 

1926 71,062,690 51,865,912 
Oregon-Washington R. R. & Navigation Co.— 

1927 20,998,372 16,914,005 

1926 22,523,247 16,997,942 

Central Western Region: 

Atchison, Topeka & Santa Fe— 

1027 150,574,996 107,334,720 

1926 150,771,131 99,685,204 
Chicago & Alton— 

1927 21,130,625 16,657,396 

1926 23,164,502 18,144,226 
Chicago, Burlington & Quincy— 

1927 113,327,357 80,226,686 

1926 117,487,674 85,179,020 
Chicago, Rock Island & Pacific— 

1927 99,930,097 75,296,790 

1926 96,467,695 73,171,410 
Denver & Rio Grande Western— 

1927 23,609,869 18,367,604 

1926 24,719,045 18,015,137 
Oregon Short Line— 

1927 25,390,427 18,409,583 

1926 26,807,576 19,132,115 
Southern Pacific (Pacific Lines)— 

1927 160,668,867 112,761,804 

1926 159,586,436 110,913,121 
Union Pacific— 

1927 79,393,895 53,943,192 

1926 82,508,527 55,587,952 

Southwestern Region: 

Gulf, Colorado & Santa Fe— 

1927 25,520,606 19,408,104 

1926 22,697,867 16,851,788 
Missouri-Kansas-Texas— 

1927 26,302,707 17,467,241 

1926 26,067,065 17,484,215 
Missouri-Kansas-Texas of Texas— 

1927 15,426,536 11,823,857 

192 15,844,261 11,913,604 
Missouri Pacific— 

1927 92,713,242 73,782,142 

1926 98,751,793 76,168,100 
St. Louis-San Francisco— 

1927 63;386,995 44,403,366 

1926 66,673,157 46,045,509 
Texas & New Orleans— 

1927 52,355,873 43,872,768 

1926 52,113,473 43,213,203 
Texas & Pacific— 

1927 27,589,394 21,161,528 

1926 25,468,114 19,506,255 
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American shipping and banking interests are urged to get 

re 3 behind a movement to have the United States ratify and adopt 

ie i : the Hague rules for the uniform regulation of ocean shipments, 

11,674,695 76.4 in a study of the subject just published by the Bank of America. 

13,416,154 74.3 , This monograph has been issued in an effort to correct the lack 

3.826.651 67.7 Of specific data in business circles concerning this subject. 
4,585,462 64.5 The Hague rules endeavor to codify and unify the dissimilar 

laws and practices of the different nations relative to ocean bills 

yey a of lading, liability of ocean carriers for losses, and rights and im- 

pats ; munities of ocean carriers generally. Great Britain has already 
81,423,929 76.2 adopted these rules in the form of new legislation. It is pointed 
77,481,267 77.5 oyt that the American Bankers’ Association, the U. S. Chamber 

12,175,052 78.0 Of Commerce, the American Institute of Marine Underwriters, 
14,984,661 75.5 and other bodies have indorsed the rules. 

Under the present law, it is pointed out, shippers at times 

28,951,197 66.7 find it impossible to collect loss and damage claims from ocean 
26,639,407 69.0 vessels, due to the inclusion of innumerable “exception” clauses 
26.320.051 62.5 in the bills of lading and because the law requires them to 
29'429'514 60.0 Prove that the loss or damage sustained was due to the neg- 

ia ligence or fault of the carrier. Hence, it is said, bills of lading 
have come to be known as “documents of irresponsibility.” The 

8,710,200 78.7 result has been that bankers and shippers never know the exact 
13,552,984 72.0 place where liability rests in case of shipments which are dam- 

3,956,633 75.1 aged or lost. 

4,330,543 75.2 Explaining the reform accomplished by the Hague rules, 
19,937,781 75.5 the pamphlet says: 

18,972,862 17-4 Certain liabilities and responsibilities are imposed upon the ocean 
18,747,480 177.7 carrier, and certain rights and immunities granted; the carrier is per- 
20,783,277 75.8 mitted to increase his responsibilities and to grant additional priv- 

ata ian ileges, but —— in the bill of lading voiding any of the responsi- 

8,061,248 75.5 bilities laid down by the rules will be legally void. 

8,936,374 73.5 One of the most important stipulations of the Hague rules is 

that the owner of the goods has a year in which to file suit for loss 

23,856,860 71.2 or damage, regardless of whether or not any notice of claim has 
26,066,023 69.9 been given. To realize the importance of this change, it is only 

necessary to study the bills of lading which have been in use here- 

455,996 86.2 tofore, and which have required claims to be presented and suits to 
2,189,935 79.7. be brough within a period so short that often a time limit had expired 
before the owner of the goods knew that a loss had occurred. It has 

been usual for bills of lading to bar claims if not presented within 

$16,585,987 76.7 thirty or sixty days, and some bills were so drawn as to require the 

18,052,168 76.8 presentation of claims within 48 hours after the goods were delivered. 

8,475,881 83.3 In his foreword to the study, Edward C. Delafield, president 
12,502,717 81.0 of the Bank of America, says that, if the Senate ratifies the 

1,996,390 81.2 Hague rules, as modified by the Brussels International Con- 

2,033,917 82.0 vention, and Congress passes the necessary legislation, this 

country will probably serve as a determining factor in securing 

Horst 9g practically universal approval and uniformity in ocean bills of 

ib tees ‘ lading, regardless of the port of issue. He says the Bank of 

5,499,035 75.1 America, through its foreign department, will furnish any addi- 

4,683,556 77-7 tional information required. 

12,553,136 76.0 a 
even oate OVERSEAS FREIGHT RATES 
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Following better demand and, consequently, higher rates on 

30,642,266 71.3 shipments from Montreal, which shippers and vessel owners 
37,139,065 66.1  €©xpected to last through the rest of the season, there has been 
an unexpected slump in the volume of traffic. As a result, rates 

eg as have developed a downward tendency and, from present indica- 
antes ; tions, the close of navigation at Montreal will be weak. A re- 

21,021,031 70.8 vival in demand may reverse this trend, but, in the absence of 
21,262,670 72.5 such unforeseen occurrence, it is evident that the supply of 
14,899,299 75.3 Ships is in excess of the needs and lower rates are anticipated. 
14,123,572 75.9 Compared with recent fixtures at 161%4 cents a 100 pounds 

on heavy grain from Montreal to Antwerp-Rotterdam, several 
rere as charters were made in the last week at 16 cents and others at 
wan y 15% cents, with indications that further charters might be made 

3,981,868 72.5 above or below the latter figure, depending on day to day de- 

4,677,171 71.4 mands. 

31,866,206 70.2 A large exportable surplus of grain is still available at 
33,129,551 69.5 Montreal, but foreign purchasing will have to increase consid- 
erably to strengthen the market. Other trades are negligible 

bytes =. and do not appear likely to attract ships from the grain move- 
iat i 7 ment. Coal shows no signs of improvement and rates consid- 
erably lower than the last previous fixture, $3.75 a ton, will 

Lyre og probably have to be quoted before business can be developed. 

void : Additional business is reported in the Cuba-United Kingdom 

6,956,837 66.4 sugar movement. It is estimated that about one-third of the 

6,846,149 67.1 recent sale of 150,000 tons has been covered. Rates are slightly 
1,617,664 76.6 Stronger. ; 

1,882,837 75.2 The current range of heavy grain rates is as follows: From 
11,815,974 79.6 Montreal to the United Kingdom 3s 714d, to Antwerp-Rotterdam 
14:565,127 77.1  15%4-16c, Hamburg-Bremen 16%4-17c, Mediterranean 19%-20c, all 

: for November loading; from Atlantic ports for December loading 
15,813,810 70.1 3s 114d to 3s 3d to the United Kingdom; 14c to Antwerp-Rotter- 
16,996,870 69.1 dam, 15c to Hamburg-Bremen, and 18c to the Mediterranean. 
3,705,653 83.8 Rates from St. John average one cent above the Atlantic ports 
4,412,345 82.9 average. 

3,717,323 76.7 Reports from Philadelphia to the effect that the Calmar Line 
3,856,791 76.6 may join the Intercoastal Conference lack official confirmation 
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here, but it is understood that, as a result of a recent conference 
between officials of the Bethlehem Steel Corporation and the 
head of one of the large lines in the conference, the Calmar Line 
will maintain the conference scale of rates. The position of 
the line, therefore, appears to be similar to that of the Argonaut 
and Isthmian lines, both of which have elected to remain out- 
side the conference, while observing the conference rates. 

At a meeting of the committees on stevedoring and lighter- 
age of the Maritime Exchange, rates covering loading and dis- 
charging lighters were agreed on on virtually the same basis 
now in effect, with the exception that the item of lath was fixed 
at ten cents a thousand instead of one cent a bundle, as at pres- 
ent. The above rates have been agreed on for several years 
by joint committees of the Maritime Association and have been 
generally accépted by the trade 

Although P. A. S. Franklin, president of the International 
Mercantile Marine Company, just before sailing for a four weeks’ 
business trip to England, said, “we have no negotiations pending 
or in prospect and we do not contemplate the sale of any steam- 
ers in the near future,” it was stated elsewhere that Mr. Franklin 
has been empowered by the directors of the company to discuss 
offers for the purchase of some of the remaining transatlantic 
tonnage of the company. 

Since the sale of the White Star Line to the Royal Mail, it 
has been reported at various times that Lord Kylsant is anxious 
to take over the Red Star or Atlantic Transport lines and that 
Sir John Ellerman and his associates would like to take over 
the Leyland Line. Furness, Withy & Co. also have been men- 
tioned as possible bidders for the Leyland iLne. 

Another report current in the last few weeks is that, in 
the event of the sale by the I. M. M. of the rest of its foreign 
tonnage, Mr. Franklin may become the American representative 
of the White Star Line, and that the cancellation of the contract 
between the latter line and the I. M. M. at the end of two years 
may pave the way for this change. 

In any event, it is understood that efforts will be concen- 
trated on the development of the American flag operations of 
the I. M. M. represented now by the Panama Pacific Line. Re- 
ports have been circulated in the past year of a possible com- 
bination of I. M. M. and Atlantic, Gulf & West Indies Steamship 
Lines, and negotiations have been reported under way for pur- 
chase of the Luckenbach and the American-Hawaiian lines. It 
is known that such combinations have been the subject of seri- 
ous discussion, but thus far no progress appears to have been 
made in bringing any of them about. 

The $21,000,000 project for dredging the upper Hudson will 
not only enable the largest ocean liners to enter the port of 
Albany within three to five years, but will also result in monu- 
mental changes in the character of the port of New York, is the 
opinion of Col. E. C. Carrington, newly elected chairman of the 
Hudson River Night Line’s board, who pointed out that conges- 
tion on the lower Hudson would reach the saturation point within 
the next few years. 


OCEAN AGREEMENTS APPROVED 


The Shipping Board has approved a number of agreements 
among steamship lines filed in compliance with section 15 of the 
shipping act. They are as follows: 


An agreement between the Pacific Steamship Company, Canadian 
Government Merchant Marine, Ltd., and the Kingsley Navigation 
Company: Under the agreement the three carriers propose to co- 
operate in matters of common interest as regards their respective 
services between California and British Columbian ports. Unjust dis- 
crimination or the payment of rebates or returns of any description 
are prohibited, and the absorption of cartage, lighterage or rail or 
other connecting carriers’ freights except as filed with the board is 
‘also forbidden. Membership is open to any person, firm or corporation 
operating vessels in the trade. Copies of all rules, regulations and 
——— of the conference under the agreement are to be furnished 

e board. 

An agreement of the Panama Mail Steamship Co. with the Cali- 
fornia Transportation Co.: The arrangement covers through movement 
of shipments between Atlantic coast ports of the United States and 
Stockton, Calif., with transhipment at San Francisco. The through 
rates are based upon a combination of the local rates of the Panama 
Mail Steamship Co., plus proportional rates of the California Trans- 
portation Co., the intercoastal carrier absorbing state tolls on all 
— and drayage charges on shipments in lots of less than 

ons. 

Panama Mail Steamship Co. with Sacramento Navigation Co.: 
Arrangement covering through movement of shipments between At- 
lantic coast ports of the United States and Sacramento, Calif., via 
San Francisco. The through rates are combinations of Panama Mail 
Steamship Company’s local rates plus proportional rates of the Sac- 
ramento Navigation Co., the intercoastal carrier absorbing state tolls 
on all shipments, and drayage charges on shipments in lots of less 
than 15 tons. : 

Panama Mail Steamship Co. with McCormick Steamship Co., Nel- 
son Steamship Co. and Pacific Steamship Co.: Through billing ar- 
rangement covering movement of shipments between Atlantic coast 
ports and north Pacific ports of the United States with transhipment 
at San Francisco or Los Angeles harbor. The through rates are a 
combination of the local rates-of the intercoastal carrier plus pro- 
portional rates of the coastwise lines. On lots under 100 tons the 
Panama Mail Steamship Co. absorbs $1 per ton drayage charge and 
15 cents per ton state toll, the coastwise lines absorbing 5 cents per 
ton state toll; on lots of 100 tons or more, the intercoastal carrier 
absorbs 15 cents per ton state toll, and coastwise lines call at the 
intercoastal carrier’s docks eliminating drayage and one toll. 

An agreement between 11 carriers in the Mediterranean-American 
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trade under which the lines are to observe uniform wharfage and 
heating arrangements in connection with shipments of Spanish onions 
and lemons and other fruits at the port of New York. On onions, 
four days free wharfage and a per- diem charge thereafter are pro- 
vided. On shipments of fruit a flat charge of two cents per box is 
to be made, which charge permits seven days’ storage on the wharf 
when unloaded from cargo vessels and five days when unloaded 
from passenger vessels. A charge of two cents per box per day there- 
after is provided. Uniform flat charges for discharging shipments of 
onions and fruit unto heated piers in addition to the wharfage charge 


* are also agreed upon. The lines which are parties to this agreement 


are as follows: Cosulich Line, Cunard Steamship Co., Ltd., Export 
Steamship Corp., Fabre Line, Kokusai Kisen Kabushiki Kaisha, Lloyd 
Sabaude, National Steam Navigation Co., Ltd., of Greece, Navigazione 
Generale Italiana, Navigazione Libera Triestina, Transatlantica Ital- 
iana, and Ybarra Line. 


BALTIMORE ATTACKS WATER LINES 


A novel issue with respect to practices of the intercoastal 
steamship lines that are members of the United States Inter- 
coastal Conference has been raised by a complaint of the Balti- 
more Association of Commerce and of the mayor and city council 
of Baltimore against the American-Hawaiian Steamship Com- 
pany and eleven other steamship lines and the intercoastal con- 
ference, sent to the Commission for filing. 

Baltimore alleges that the defendants have combined and 
concerted to make and give an unlawful and unreasonable ad- 
vantage and discrimination to and in favor of the ports of New 
York, Boston, and Philadelphia, and to subject the port of 
Baltimore to unjust, unlawful and unreasonable prejudice and 
disadvantage, with respect to traffic received by the defendants 
from common carriers by railroad serving the several north 
Atlantic ports, moving by rail from points in the interior of the 
United States and Canada to said ports, and intended to be 
transshipped at said ports for further transportation by water to 
a port or ports on the Pacific coast of the United States, through 
application of a port equalization rule affecting rail rates. 

It is alleged that in the movement of traffic from points of 
shipment in the interior to destination at a port or ports on 
the Pacific coast, the transportation is partly by railroad and 
partly by water, and is conducted under an arrangement for a 
continuous carriage or shipment in the manner and form as 
contemplated by section 1 of the interstate commerce act, as 
amended. 

On May 19, 1927, it is alleged, defendants, “in furtherance 
of said concert and combination,’ entered into an agreement 
whereby they associated themselves together in the United 
States Intercoastal Conference. The agreement, it is alleged, 


among other things, provides: 


The members of the conference shall charge and collect all freight 
and other charges for the transportation of merchandise carried by 
them and/or by any vessel owned, chartered and/or operated by 
them, or for which they may act as agent, between the aforemen- 
tioned ports, in currency of the United States of America or its 
equivalent, on actual gross weight or measurement of the cargo, 
strictly in accordance with the rates and charges and rules and 
regulations which may be adopted by the conference. 

The articles of agreement were filed with and approved by 
the Shipping Board, according to the complaint. Thereafter, it 
is alleged, the conference adopted and established a rule or 
regulation known as “Conference Rule No. 8,” referred to as 
the “Port Equalization Rule,’ and a bulletin setting forth the 
rule and interpreting “officially the purport and intent thereof,” 
and notifying members they would be governed thereby, was 
sent to members. Complainants say that neither rule No. 8 
nor the interpretation thereof has been filed with the Shipping 
Board for approval. It is alleged that the port equalization rule 
has been applied in connection with traffic received by defend- 
ants from rail carriers at north Atlantic ports involved. 

“With respect to such traffic received by said defendants 
from the rail carriers at Baltimore, the equalization contem- 
plated by said rule involves and requires an indirect adjustment 
of inland rail rates governing the transportation by rail of said 
traffic from points of shipment in the interior of the United 
States and Canada to Baltimore in such manner and to such 
extent as to make the cost of such rail shipments to Baltimore 
equal to the cost of corresponding rail shipments to New York, 
Boston, and Philadelphia,” says the complaint. 

Explanation is made that the rail carriers are not made de- 
fendants, as they charge the established published rail rates for 
the rail hauls to the ports. 

It is alleged that the avowed purpose and object of the prac- 
tice of the intercoastal defendants and of the rates resulting 
therefrom, and the actual result thereof, is to equalize inland 
rail rates applying to said traffic by abrogating, or nullifying 
the established differentials in the rail rates as between the 
north Atlantic ports named, and that the manipulation of the 
ocean rates is done with the expressed purpose of thereby 
effecting an increase in the cost of rail transportation from 
points in the interior of the United States and Canada to those 
north Atlantic ports, including Baltimore, which have a differ- 
ential advantage in the rail rate structure, said increase in cost 
being exactly measured by said differentials. Summing up their 
allegations and stating their request for relief, complainants say: 


That by reason of the facts hereinbefore stated, the defendants, 
individually, and collectively acting through said conference, have 
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NEW TEX LINE 


Differential Rates 
WEEKLY SERVICE TO 
Brunswick, Ga., and Houston, Texas 


From Pier 1, North River, New York, Saturday noon. 
Pennsylvania Pier 4, Canton (Baltimore) , Maryland, Monday night. 
AB and C Terminal, Brunswick, Ga., Thursday. 


For information apply to 


New England, New York & Texas 
Steamship Corporation 
33 Rector Street, NEW YORK, N. Y. 
Cotton Exchange Building N. Emanuel & Co., ae 
Houston, Texas Brunswick, Ga. 


Dallas National Bank Building A. L. Richardson, Manager 
Dallas, Texas 


INDIANAPOLIS 





Service That Satisfies 


TRIPP WAREHOUSE COMPANY 


Merchandise 2"4 Machinery Storage 


POOL CAR DISTRIBUTION 


MEMBER 
AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Bivd. NEW YORK, 260 W. Broadway 


NION CITY°;-0 = 
BEACON FALLS@,ONAUG GATUC! 


ANSONIA Sse YHOUR WILLIMANTIC @ 
no 


SHELTON go OERBY 
DEVON 6 ae MILFORD yew HAVEN 
Sst 


ee t C.F.A., W.T.L., Inter-Mountain, 
TO ALL LONG ISLAND SOUND —— O South and Southwest 
POINTS WEST SEEN STORE DOOR DELIVERY CLYDE, OLD DOMINION, SAVANNAH, 
em vee or UR OWN MoTOR TRUCKS UIQ MALLORY and MORGAN S. S. LINES 
CHICAGO, ILL. 


LOCATED NEAR LOOP 
40 Car Siding. Free Switching. 
Tunnel delivery to all Trunk Lines 
and to Aurora and Elgin Electric. 


S00 TERMINAL ee 


Storers and Distributors of 


MERCHANDISE 


Chocolate and other candies stored 
all year round. 


Space for Rent 
Cool Temperatures 


“THE ECONOMICAL WAY” 






Finance Through Our Warehouse Receipts. 
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SPEED, ECONOMY, SAFETY AND SERVICE FOR SHIPPERS 
No Trucking, Switching or Draying. Fire-Proof Storage—Automatic Sprinkler. Daily Stock Reports if Desired. 


BINYON SHIPSIDE WAREHOUSE CO., Inc. . HOUSTON, TEXAS 








PANAMA MAIL S.S. CO. 


Fast Freight and Passenger Service 
Scheduled 4 oe via Panama Canal 
AN FRANCISCO AND as ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 

























S.S. COLOMBIA ............ November 26 November 28 
s.S.  * Saeeres mi! 17 December 19 
S. S. ECUADOR. ...ccccco.cce January 7 January 9 









Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 



















OFFICES 
35@ Marquette Bidg., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 648 S. Spring St., Los Angeles, Cal. 












Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia... Wednesdays and Saturdays 











Low Rates Quick Dispatch Thru Package Cars 






GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


_e# JEWETT CITY THRU RATES AND 
we i DIRECT WATER ROUTES 


MYSTIC South Norwalk, Bridgeport, New 
<7 WESTERLY fi TOM London and Norwich, Conn. 




























Represented by 
NATIONAL WAREHOUSING, INC. 
296 Broadway, New York 
37 Drumm St., San Francisco, Cal. 
316 Commercial St., Los Angeles,Cal. 
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accorded and are now according to the ports of New York, Phila- 
delphia and Boston advantages and preferences, and corresponding 
prejudices and disadvantages to the port of Baltimore, in violation 
of section 3 of the interstate commerce act; that the conduct of the 
individual defendants in combining and concerting together in the 
form of a conference and establishing, maintaining and applying, 
in such combination and concert, the rates herein complained of, or 
engaging in practices relating to said rates as herein complained of, 
or in making, maintaining and applying any uniform rate or rates, 
or adopting or engaging in any form of practice in relation to such 
rates, is illegal; and in so far as the rates and charges exacted and 
charged by said defendants and said practices in connection there- 
with may be held to operate directly or indirectly to increase the 
cost of rail transportation to Baltimore from points in the interior 
of the United States and Canada, or to equalize the cost of said 
inland transportation as between Baltimore on the one hand and 
New York, Boston and Philadelphia on the other hand, the same 
are unreasonable and discriminatory and in violation of section 2 
of the interstate commerce act. 

Wherefore, your complainants pray that the defendants herein 
may be severally required to answer the charges herein, and that 
after due hearing and investigation an order may be made requiring 
the defendants and each of them— 

(a) To cease and desist from the undue prejudice and discrimina- 
tion against Baltimore in respect of traffic received by, said defendants 
or any of them from common carriers by railroad at the port of 
Baltimore for transshipment by water to a port or ports on the 
Pacific Coast; and that they and each of them be required to cancel, 
annual and abandon all rates, practices, rules and regulations now 
maintained, practiced or applied by them or any of them in respect 
to said traffic the intent or effect of which is, or may be, to increase, 
directly or indirectly, the cost required to be paid by shippers for 
transportation from points in the interior of the United States or 
Canada to Baltimore beyond the cost of such transportation as 
the same is determined by established published tariffs, or to equal- 
ize the cost of said inland transportation as between Baltimore on 
the * hand and New York, Boston and Philadelphia on the other 
hand. 

(b) To cease and desist from concerting or combining together 
for the purpose of adopting or engaging in any practice, or of adopt- 
ing or applying any rule, regulation or practice which directly or in 
directly affects, or may affect, the cost of inland transportation from 
points in the interior of the United States and Canada to the said 
several north Atlantic ports or any of them. 

And your complainants pray for such other and further relief 
as may to the Commission seem wise, in the public interest, and to 
which your complainants are found to be entitled. 


PROPELLER CLUB BANQUET 


Removal of the tariff on all materials entering into the con- 
struction of merchant ships was recommended by United States 
Senator James A. Reed, of Missouri, as a means of reviving the 
American merchant marine, in an address delivered at the first 
annual banquet of the Propeller Club of the United States in 
New York last Wednesday. 

Norman F. Titus, chief of the transportation division of the 
Department of Commerce, reiterated his plea for the organiza- 
tion of an American Chamber of Shipping to represent the ship- 
ping industry in this country. 

James H. MacLafferty, Washington representative of the 
Pacific American Steamship Owners’ Association and the Ship- 
owners’ Association of the Pacific Coast, spoke on the need for 
shipping legislation in behalf of the American merchant marine 
and outlined briefly the aims of the Pacific coast groups. 

At the first annual convention the following officers were 
elected: President, E. A. Colson; vice-president, Harry W. Par- 
sons; secretary, William Z. Gardner; and treasurer, D. H. Mc- 
Feggans. 


PANAMA CANAL TRAFFIC 


In the month of October, 567 vessels passed through the 
Panama Canal, on which tolls of $2,380,115.97 were paid, accord- 
ing to advices received by Secretary of War Davis. Previous 
records both as to the number of vessels passing through the 
canal in a month and as to amount of tolls collected were ex- 
ceeded in October. 


REPAIRS TO VESSELS 

The Shipping Board has authorized the overhauling and 
repairing of the Republic of the United States Lines, and three 
cargo vessels, the West Chetac, of the Gulf-West Mediterranean 
Line, and the Oak Park and Editor, of the American Pioneer 
Line, at an aggregate cost of approximately $125,000. 

The Shipping Board has authorized expenditure of $228,198 
for repairs on the George Washington, of the United States 
Lines. The work will be done in the annual lay-up period 
between November and January. 


HANDLING CRUDE OIL 


H. H. Brigham, president of the North American Car Corpora- 
tion, announces that several cargoes approximating 5,000,000 
gallons of Seminole crude oil have recently been sold to refiners 
in Austria and Czecho-Slovakia for the account of Oklahoma 
producers by the North American Car Corporation, which is han- 
dling this oil through the Galveston terminal recently acquired 
by its subsidiary, the Gulf States Terminal and Transport Com- 
pany, from the M. K. & T. R. R. The export department of the 
North American Car Corporation effected these sales and pro- 
vided the facilities, including tank cars, oil terminals, and the 
chartering of ships. 
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IOWA COMMISSIONER EXPLAINS 


Editor The Traffic World: 

Referring to the article entitled “Hoch-Smith Resolution,” 
on page 1017 of The Traffic World, November 5, the undersigneq 
is a member of the committee on railroad rates of the Nationa] 
Association of Railroad and Utility Commissioners, to which 
committee reference has been made in the article. 

This letter is written, not in any spirit of criticism of your 
article, but by way of explanation and enlightenment as to the 
action of myself in concurring in the resolution submitted by 
our committee and adopted by the association opposng repeal 
of the Hoch-Smith resolution or any amendment of it. I have 
never thought the congressional resolution should have been 
passed when it was, nor do I believe it the wisest of legislation 
affecting transportation and economic conditions today. Hovw- 
ever, since for some time it has been in effect, and in compli- 
ance therewith, the Interstate Commerce Commission has gone 
a considerable distance in general investigation of the rate 
structure of the country—there is now under way an investiga- 
tion of grain rates, live stock rates, cotton rates and several 
other basic commodities—I concurred in this resolution of the 
railroad rate committee, believing that, inasmuch as we have 
gone as far as we have, this is not the time to waste all that 
has been given toward the compliance with the Hoch-Smith 
resolution. In short, I believe that, since we have gone as far 
as we have under the Hoch-Smith resolution, we should con- 
tinue the general investigation now under way. Personally, I 
would frown upon this Hoch-Smith resolution being a permanent 
piece of our legislation. 

This may seem inconsistent to many, but it nevertheless 
explains the views of the situation which prompted my con- 
currence with the railroad rate committee’s resolution. 

Des Moines, Ia., Nov. 7. 1927. B. M. Richardson. 


REPORT ON COAL STOCKS 


Stocks of railroad fuel on October 1 totaled 16,510,000 tons, 
as compared with 17,780,000 tons on July 1, according to a 
report on commercial stocks of coal issued by the Department 
of Commerce. 

Consumers’ stocks of bituminous coal on October 1 were 
estimated at 61,900,000 net tons. The net decrease from July 1 
was 1,500,000 tons. 

In addition to the stocks of consumers there were 9,905,547 
tons of bituminous coal and 1,108,310 tons of anthracite coal on 
the docks of Lakes Superior and Michigan, as of October 1. 
In comparison with October 1, 1926, this was an increase of 32 
per cent for bituminous coal and a decrease of 3 per cent for 
anthracite. 

The report said that the American Railway Association stated 
that, on October 1, there were 441,000 tons (8,815 cars) of un- 
billed bituminous coal on wheels waiting shipment. This was a 
decrease of 640,000 tons when compared with the July 1 figure. 


COAL PRODUCTION AND SHIPMENT 


Soft coal production the week ended October 29 was esti- 
mated at 10,016,000 net tons by the Bureau of Mines of the De- 
partment of Commerce. In comparison with the output in the 
preceding week, this was a decrease of 269,000 tons. Anthracite 
production was estimated at 1,728,000 net tons, a decrease of 
approximately 71,000 tons as compared with the preceding week. 
The decrease was attributed to observance of Mitchell Day, 
October 29. 

* Bituminous coal dumped into vessels at Lake Erie ports the 
week ended October 30 totaled 868,289 net tons, as compared 
with 741,266 tons the preceding week. Anthracite shipped from 
Lake Erie ports totaled 70,470 tons as compared with 59,041 tons 
the preceding week. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended October 29 totaled 442,751 net tons, of which 
248,265 tons were for New England delivery. At Charleston, 
S. C., 4,930 tons were dumped for bunker use and foreign cargo. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended October 22 were re- 
ported as follows: Bituminous, 2,454; anthracite, 3,469. 


CIVIL SERVICE EXAMINATIONS 


The United States Civil Service Commission announces open 
competitive examinations for engineer, $3,800; associate engi- 
neer, $3,000; assistant engineer, $2,400. Applications for these 
positions must be on file with the Civil Service Commission at 
Washington, D. C., not later than December 13. The examina- 
tions are to fill vacancies in the Interstate Commerce Commis- 
sion, for duty in Washington, D. C., or in the field, and in posi- 
tions requiring similar qualifications. The entrance salaries in 
Washington, D. C., are indicated above. A probationary period of 
six months is required; advancement after that depends on indi- 
vidual efficiency, increased usefulness, and the occurrence of 
vacancies in higher positions. For appointment to the field 
service the salaries will be approximately the same. 
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Be Your Customers’ Neighbor 
in Los Angeles 


You actually become your customers’ 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 
itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of re- 
inforced concrete and is located in the 
heart of the wholesale and retail districts. 

The fire insurance rate is 15.3c. 


METROPOLITAN 
WAREHOUSE CO. 


Merchandise Storage Drayage Pool Car Distribution 


1340-1356 East Sixth Street 
LOS ANGELES 


EASTERN REPRESENTATIVES: 


CROOKS TERMINAL WAREHOUSES 
Woolworth Bldg. 417 W. Harrison St. 
NEW YORK CHICAGO 


GULF PACIFIC LINE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


Houston, Mobile, New Orleans 
AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 
and Vancouver (B. C.) 


Through Bills of Lading issued te Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 


SWAYNE & HOYT, INC., Pacific Coast General Agents 
Main Office: 430 Sansome Street, San Francisco, Calif. 
SWAYNE & HOYT, INC., W. J. SMITH, General Agent 
208 South La Salle Street Chicago, Ill. 
SWAYNE & HOYT, INC., H. H. KENNEDY, General Agent 


320 Merchants Exchange Building St. Louis, Mo. 


THE STEELE STEAMSHIP LINE, INC., General Agents 
15 Moore Street New York, N. Y. 
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Calmar Steamship Corporation 
CALMAR LINE — COAST-TO-COAST 


Philadelphia Los Angeles 


Voy. Baltimore 
oO. Arrive— Depart Arrive— Depart 


N Ship Arrive— Depart 


1 YORKMAR | Sept. 29 Oct. 8| Oct. 10 Oct. 15| Nov. 5 Nov. 10 
1 MASSMAR || Oct. 18 Oct. 23 | Oct. 25 Oct. 30} Nov. 20 Nov. 25 
1 OAKMAR Nov. 3 Nov. 8|Nov.10 Nov. 15/| Dec. 6 Dec. 11 
1 TEXMAR Nov. 18 Nov. 23 | Nov. 25 Nov. 30| Dec. 21 Dec. 26 


Voy. San Francisco Portland Seattle 
No. Ship Arrive— Depart Arrive— Depart Arrive— Depart 


1 YORKMAR | Nov. 12 Nov. 15| Nov. 17 Nov. 19| Nov. 21 Nov. 23 
1M MAR | Nov. 27 Nov.30| Dec. 2 Dec. 4| Dec. 6 Dec. 8 
1 OAKMAR Dec. 13 Dec. 16 | Dec. 18 Dec. 20 | Dec. 22 Dec. 24 
1 TEXMAR Dec. 28 Dec. 31| Jan. 2 Jan. 4|Jan. 6 Jan. 8 


SHIPPING INSTRUCTIONS 


On shipments moving via the port of BALTIMORE, consign carload and 
less than carload freight to Calmar Steamship Corporation, care of Moore 
& McCormack, General Agents, Canton Company, Pier 3, Canton, Baltimore, 
Md. Steamers will dock at Pier 3, Canton Company, Baltimore, Md. Ship- 
ments by express should be consigned to Calmar Steamship Corporation, 
care of Moore & McCormack, General Agents, Pier 3, Canton Company, 
Baltimore, Md. 

On shipments moving via the port of PHILADELPHIA, consign carloads 
and less than carloads, to Calmar Steamship Corporation, care of Moore & 
McCormack, General Agents, Bourse Building, Philadelphia, Pa. Steamers 
will dock at Pier 27, North Wharves, Philadelphia. Shipments by express 
should be consigned to Calmar Steamship Corporation, care of Moore & Mc- 
Cormack, General Agents, Pier 27, North Wharves, Philadelphia, Pa. 


For information regarding rates apply to 


CALMAR STEAMSHIP CORPORATION, 
Moore & McCormack, General Agents, 
5 Broadway, New York, N. Y. 
Bourse Building, Philadelphia, Pa. 
Citizens National Bank Bldg., Baltimore, Md. 
Oliver Building, Pittsburgh, Pa. 
Rookery Building, Chicago, Ill 
Calmar Steamship Corporation, 
Swayne & Hoyt, Pacific Coast Agents, 
240 Front Street, San Francisco, Calif. 
703 Transportation Bldg., Los Angeles 
408 Board of Trade Bldg., Portland, Ore. 
Lobby 4—Central Bldg., Seattle, Wash. 


Japan, China and 
Philippine Islands 


via Seattle - The Short Route 


Ship on the big President Steamers 11 days 
across the Pacific. Sailing every other Tuesday 
from Seattle for Yokohama, Kobe, Shanghai, 
Hong Kong and Manila. 


Through bills of lading to other ports. 


T.J. Kehoe, General Eastern Agent, 32 Broadway, New York City 


W. G. Roche Inc., General Agt., R. W. Bruce, General Agent, 
1714 Dime Bank Building 110 South Dearborn St., 
Detroit, Mich. Chicago, Ill. 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


Enjoy the fast and efficient service 
of the 


American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. 
Tacoma, Wash., Vancouver, B.C. and Victoria, B.C. 


I Ts Bee 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront eeapsy dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man of long experience * 
and wide knowledge will answer questions ogee eB practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. ; ; 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


Damages—Conversion—Interest @---- 

Indiana.—Question: "Would appreciate your opinion as to 

the liability of carrier for interest on delivery of shipment with- 
out surrender of original order bill of lading. 

While at first disclaiming any liability whatsoever, carrier 
finally agrees to pay interest from date claim is received, while 
we contend they should pay interest from date car is delivered, 
and bill of lading should have been surrendered. 

Our draft was at the bank, who notified our customer they 
were holding same for payment, and it would appear to me if 
the railroad is willing to deliver the shipment on payment of the 
invoice to them, they thereby make themselves liable for any 
losses which might occur therefrom. We were deprived of the 
use of our money during that time, and we feel we are justly 
entitled to interest from the date draft would ordinarily have 
been paid. Has this question ever been before the courts for 
their decision? 

Answer: In Baker vs. First National Bank of Texas (Tex.), 
260 S. W. 220, interest from the date of conversion was allowed 
as damages. See also, to the same effect, Orange National Bank 
vs. Sou. Pac. Co., 110 Sou. 329; W. O. Broyles Stove and Furni- 
ture Co. vs. Hines, 87 Sou. 19; Davis vs. Hines, 85 Sou. 882; 
Clarke-Lawrence Co. vs. C. & O., 61 S. E. 364. 

Damages—Amount of C. O. D. Exceeding Value of Shipment 

Massachusetts—Question: A customer owed an account of 
$1,023. We shipped him another shipment, which was to be no 
charge, but in order to get payment of the account he owed 
we made shipment by express value $50, but C. O. D. for $1,023 
plus charges. The express company delivered this shipment, but 
only collected $10.23. We would like your opinion as to whether 
the express company are liable for the full amount of the C. O. D. 
$1,023, or only for the value of the shipment which they actually 
handled. Please quote us any ruling which you may have in 
support of your opinion. 


Answer: Paragraph A of rule 13, and paragraph F of rule 
14, of Official Express Classification No. 30, George S. Lee’s 
I. C. C. No. 3280, provide that the amount of a C. O. D. shall be 
accepted as the value of a shipment and charges assessed ac- 
cordingly unless a higher or lower value is declared by the ship- 
per, inserted in the. receipt, and marked on the shipment by the 
shipper. 

We can locate no decisions of the courts specifically cover- 
ing the question you raise, i. e., whether a carrier can be held 
liable for the amount of the C. O. D. on an express shipment 
where such amount exceeds the actual value of the shipment. 

It is, however, apparent that paragraph A of rule 13 and 
paragraph F of rule 14 contemplate making of shipments where 
the amount of the C. O. D. is in excess of the declared value 
of the shipment. 


Nevertheless, in so far as a shipment by freight is concerned, 
it has been held that a shipper’s recovery is limited to the value 
of the shipment where the draft attached to the bill of lading.ex- 
ceeded the value of the shipment. See Belden vs. B. & M., 92 
Atl. 212. However, in Fowler Commission Co. vs. C. R. I. & P., 
71 S. W. 1077, the court said: 


While a carrier will be liable for a delivery without collecting a 
draft attached to the bill of lading, and will also be liable for non- 
delivery to consignee by reason of loss of property and the like, yet 
his liability arises from different sources. In the former instance there 
is no common law duty to become the shipper’s agent to collect pur- 
chase money, and he is only liable by reason of breach of an implied 
contract that he will collect before delivery. Hutchinson on Car- 
riers, Section 391. In the latter case the liability arises from a breach 
of duty to ship and deliver. And, while the measure of damages in 
some cases may be the same in both instances, it would frequently 
not be. If he fails to collect the draft, as by contract bound, he would 
only be liable to the amount thereof, though the property itself was 
of much greater value; but, if he fails to deliver as in duty bound, and 
the property is lost, he is liable for the full value. 


See, also, Rolla Produce Co. vs. American Express Co., 226 
S. W. 582, in which case the court said: 


A careful consideration of the case convinces us that the evidence, 
largely documentary and practically undisputed, shows that plaintiff 
received and accepted payment of the eggs in question direct from 
Taylor & Co., the consignee. We need not discuss at length the nature 
of the liability incurred by a carrier who delivers goods to the con- 
signee without collecting the amount specified in the C. O. D. con- 
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tract. Even if such carrier can be sued in conversion, as some ay. 
thorities hold, the obligation arises from contract, and the amount 
of recovery is the contract amount, and not the value of the property, 
Fowler Com. Co. vs. Railroad, 71 S. W. 1077; 2 Hutchinson on Carriers 
(3d Ed.) Section 728. The carrier becomes the collecting agent of 
the shipper, and guarantees such collection in case the goods are de- 
livered. If the goods are actually paid for by the consignee direct 
to the consignor, instead of being paid through the carrier as agent, 
the result is the same, and obviously there is no liability of the 
carrier. 


From these cases it is apparent that the contract of the 
carrier to collect the amount of the C. O. D. is a separate and 
distinct contract from the transportation of the shipment. If 
this be true, it would seem that the carrier could be held liable 
for the amount of the C. O. D., regardless of the value of the 
shipment. 

Free Transportation to Railroad Employes 

Missouri.—Question: Will appreciate it very much if you 
will give me your opinion as to whether a railroad company 
which is a common carrier engaged in interstate commerce could 
legally issue a free pass in the following case: 

A man is employed as agent at a local station for fifteen 
years and dies from an illness while in the employ of a railway 
company. 

Upon his death his wife is given the position as agent and 
serves in that capacity for about ten years. While caring for 
her husband’s mother and serving as agent her health breaks 
down and she is obliged to resign her position as agent. 

Under the amendment of June 18, 1910, and the rulings of 
the Commission, should the carrier issue a pass to the widow, 
who also acted as agent in her own name and had to resign on 
account of her health? 

Answer: In paragraph 7 of section 1 of the interstate com- 
merce act, it is provided: 


No common carrier subject to the provisions of this act shall, 
after January 1, 1907, directly or indirectly issue or give any inter- 
state free ticket, free pass, or free transportation for passengers, ex- 
cept to its employes and their families. * * * Provided, further that 
the term ‘‘employes” as used in this paragraph shall include fur- 
loughed, pensioned, and superannuated employes, persons who have 
become disabled or infirm in the service of any such common carrier, 
* * * and the term ‘families’ as used in this paragraph shall include 
the families of those persons named in this proviso, also the fam- 
ilies of persons killed and the widows during widowhood, and minor 
children during minority of persons who died while in the service of 
any such common carrier. See also the Commission’s Conference 
Ruling No. 476. 


It is apparent that either as an employe or as a widow 
of an employe, the party to whom you refer may receive free 
transportation. 

Classification—Rules Making a Single Shipment Subject to 
L. C. L. Rates for Part of the Haul and to Carload Rates 
for the Remainder 
California.—Question: Reference is made to your answer 

to “Indiana” on page 478 of the August 27, 1927, Traffic World 

under the above caption. I have a case similar to this, in that 

a shipment moved between two points in this state, and charges 

were collected on basis of less-carload rates. A combination of 

rates, made by using carload rate and minimum part of the 
way and less-carload rate at actual weight makes lower through 
charges. 

Carrier has declined overcharge claim, quoting Swift & 
Company vs. U. S., 255 Fed. 291, as authority. I would be 
pleased to hear your interpretation of this question, and if the 
above-named decision properly decides the question. 

Answer: In Swift & Company vs. United States, 255 Fed. 
291, it is held that the character of a freight shipment must 
be determined at the time the shipment begins and cannot be 
changed, so far as the application of rates is concerned, by the 
subsequent conduct of either consignor or consignee. 

In this connection, see our answer to “New York,” on page 
1162 of the April 30, 1927, Traffic World, under the caption “Car- 
load vs. Less-Carload Shipment.” Our views are those expressed 
in this answer, which in no way conflict with the decision re- 
ferred to above. 


Damages—Blooded Stock Erroneously Described as Ordinary 
Live Stock 

Ohio.—Question: Recently we shipped a valuable stallion 
for fair exhibit. Our man in charge billed or signed the con- 
tract as “ordinary live stock.” 

Due to a wreck the horse was injured and recently died. 
Two years ago we paid $4,000 for him and held him at the time 
of shipping at $5,000. What can be collected; would $1,500 be 
the limit? Will you please quote any court or Commission’s 
ruling to cover? 

Answer: We can locate no decision of the courts specifically 
in point. Under the provisions of paragraph 11 of section 20 of 
the act, the declared or released valuations may not be published 
in connection with other than “ordinary live stock,” including 
all cattle, swine, sheep, goats, horses and mules, except such 
as are chiefly valuable for breeding, racing, show purposes, or 
other special uses. Under the decision in N. Y. C. & H. R. R. 
Co. vs. Samuel Goldberg, 250 U. S. 85, the decision in which case 
is set forth on page 1087 of the May 24, 1919, Traffic World, it 
would appear that recovery may be had for the full value of 





Novembe 































Whi 








| 













November 12, 1927 


What Some of Our Clients Have to Say 
About Our Service 


JUST A STEP IN THE FORE 


Other sources from which traffic advice emanates 
may falter at times—our “Watching” Service seldom 
does. Expedition is an important factor in correct 
business management, 


CHEVROLET MOTOR COMPANY 
General Motors Bldg. 
DETROIT, MICH. 
File 50-S, 
Steel Commodity Rates. 
Traffic Service Corporation, 
310 Mills Bldg., 
Washington, D. C. 


Gentlemen: I appreciate receiving from you, 
copy of the Commission’s mimeographed decision in 
Docket No. 15110, Jones-Laughlin Steel Corporation 
v. Baltimore & Ohio Railroad Company et al. 

We were greatly interested in the outcome of this 
case and as yet decision has not been furnished us 
by the Commission so that your action in mailing a 
copy to me is very pleasing and appreciated. 


Yours very truly, 
(Signed) C. R. SCHARFF, 
Traffic Director. 


April 22, 1925. 


EFS:DS 


Write us for further information 


The Traffic Service Corporation 


MILLS BUILDING WASHINGTON, D. C. 





MtrNesN 


EASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore, Philadelphia and 


New York 
Bi-Weekly or Fortnightly 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
Branch Offices 


Chicago, St. Louis, Pittsburgh, Baltimore 
Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CoO. 


GENERAL PACIFIC COAST AGENTS 





THE TRAFFIC WORLD 


LOS 
ANGELES 
MITED 











Oy 


rv I 
ee 
-- CrUbiblin 


ae 





NOTHING 
FINER--— 


NOTHING 
FASTER- 


Leaves Chicago 8:10 P. M 


Like a sojourn in a fine hotel—appointments and cuisine link 
luxury and high scenic diversion to make your 63-hour journey 
a pleasant means to the end—California! the year round 

layground out of doors. Los Angeles Limited* has barber, 
coi valet, maid, manicure. 

Seven other fine fast trains to California, including the 63- 
hour San Francisco Overland Limited*; Gold Coast Limited 
(Open-top observation car in Southern California starting Dec. 
1st);Continental Limited ;PacificLimited;PacificCoastLimited. 

*Extra fare trains. 

See magnificent, mysterious Death Valley en route. Only 
$40.00 additional for all- expense two day side trips. ~ 

For booklets describing California, Death Valley and these 
fine trains: 

Address C. J. COLLINS, General Passenger Agent, Omaha, Neb. 


NION 
PACIFIC 


THE OVERLAND ROUTE 
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the horse, there having been, it is apparent, a non-fraudulent 
representation of the nature of the shipment. See also Gassman 
vs. N. Y. C. R. Co., 201 N. Y. S. 740. 

Weights and Weighing 

Canada.—Question: Will you kindly review the following 
and advise your opinion on same? 

A shipment of horses moved under rate quoted in Canadian 
National Tariff No. W-244-A, I. C. C. W-197, which tariff is gov- 
erned by Canadian Freight Classification No. 17, supplements 
thereto and reissues thereof, unless otherwise specified. Also 
under rules and conditions of this tariff, rule No. 5, minimum 
weights, reads, in part, as follows: 


On horses, mules, cattle and calves, 20,000 pounds per car, for 
any length or size of car. 


The railway company assessed minimum weight of 22,500 
pounds, and we in turn filed claim on basis of 20,000 pounds, 
quoting as authority the above-mentioned tariff. In reply car- 
riers referred us to sub-paragraphs “E” and “F,” item No. 4, 
page 175, of Canadian Freight Classification No. 17, which reads 
as follows: 


ce) Horses and cattle not weighed at shipping point shall be billed 
at 22,500 pounds per car subject to actual weight at weighing sta- 
— i minimum to be charged, however, to be not less than 20,000 
pounds. 

(f) Horses or cattle not weighed shall, if carried in cars not exceed- 
ing 36 feet in length, be charged at estimated weight of 22,500 pounds. 


Answer: With respect to this question, see our answer to 
“Tllinois” on page 326 of the August 7, 1926, Traffic World, under 
the above caption. In our opinion the principle of this answer 
is applicable to the facts you set forth. See also our answer 
to “Illinois” on page 996 of the October 29, 1927, Traffic World, 
under the above caption. 


State vs. Interstate Traffic 

South Carolina.—Question: We recently had a shipment of 
canned goods which originated on the Pacific coast and which 
moved via Panama Canal to Chaarleston, thence via rail to our 
place. 

The railroads have assessed the interstate rate of 4214 cents 
per 100 pounds, carloads, claiming the intrastate rate of 34 cents 
per 100 pounds is inapplicable. The shipment was unloaded and 
stored in sheds on the dock owned by a forwarding company. 

On being advised of probable date of arrival of steamer, we 
sent the forwarding agents draft to cover steamer freight, wharf- 
age and handling charges, so they would not appear on lading. 
Bill of lading carried indorsement “SS Californian,” the for- 
warding agents explaining that reference to steamers is shown 
for the purpose of keeping their records straight. 

We have contended for the intrastate rate, in view of the 
fact that lading was taken out in our name, although shipment 
was consigned to another concern at Charleston. In other words, 
we bought the goods from a firm which might be termed brokers. 
The railroad’s position is that traffic moving via coastwise 
steamers is interstate and not intrastate. 

We shall appreciate it if you will advise of any ruling by 
the Interstate Commerce Commission bearing on this question. 

Answer: With respect to this question, see the Commis- 
sion’s opinions in Alexander Grocery Co. vs. B. S. L. & W., 104 
I. C. C. 155; American Refining Co. vs. St. L. & S. F. R. R. Co., 50 
I. C. C. 270, and Southern Pacific Company Ownership of Atlantic 
Steamship Lines, 43 I. C. C. 168, 179. 


Demurrage—Intra-Mill Service 

Ohio.—Question: With reference to your answers to “Penn- 
sylvania” and “Illinois” in The Traffic World of October 15, rela- 
tive to charges covering cars under the average agreement on 
intraplant switch movement, we have a similar case and would 
appreciate hearing from you as to your opinion on same. 

Slag moving into our dock loaded, unloaded and releaded at 
the same point for another point in the same yard, the service 
for performing this movement is performed by our own crane 
and engine. Therefore, for this reason there is no intra-mill 
switching assessed on the cars for the reason service is per- 
formed by ourselves. 

Under the circumstances our contention is that we are en- 
titled to 48 hours for the unloading and 48 hours for the reload- 
ing, or, if this cannot apply, our contention is that the railroad 
company could assess us the per diem charge on the detention 
of these cars after the second movement, we paying them this 
charge. 

Therefore, we feel as though we should be entitled to the 
full allowance covering the 48 hours on these cars or pay the 
carriers the per diem charge. 

They are assessing the full time covering the cars in ques- 
tion, allowing us no free time for the handling of these cars in 
our yard. Some of these cars would be taken from our yard 
as empty and also some from yard loaded. 

Answer: In our opinion, the report ‘of the Commission in 
American Smelting and Refining Co. vs. Lehigh Valley R. R. 
Co., 56 I. C..C. 195, is applicable to the instant case. On page 
197, the Commission said: 


The issue raised may be stated in these terms: Were certain 
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demurrage charges properly made where the car detention to which 
they applied was occasioned by the use by complainant of defendant's 
equipment in intraplanf service? The cars so detained may be clasgj- 
fied as follows: 

(1) Cars which came into the plant, or which went out of the 
plant, under load; and which, while within the plant, were used in 
intraplant service by complainant. 

(2) Empty cars which had not been placed for loading and for 
the use of which no compensation, other than the demurrage charge, 
has been collected; which cars were used by complainant in intra- 
plant service, not related to transportation or to intended transporta- 
tion, and returned to the carrier empty. 


Misquotation of Rate 

Illinois —Question: Will you please let me have your opin- 
ion on the following: 

The rate clerk in the local freight office, who is acting as 
an authorized agent for the freight agent in quoting and assess. 
ing rates, quoted a shipper a rate that was incorrect, or, in 
other words, quoted a rate of 45 cents per hundredweight on 
potatoes, when the correct rate was 52 cents per hundredweight. 

The sipper claimed that the potatoes were sold on basis of 
the rate of 45 cents which was quoted, and he suffered a loss 
of 7 cents per hundredweight. 

Will the railroad have to protect this rate, and can the 
shipper recover this loss by filing claim against the railroad? 

Answer: The Interstate Commerce Commission has held in 
a number of cases that a shipper is charged with notice of the 
lawful tariff rate and that a misquotation of a rate is not ground 
on which to base a complaint for reparation. See Obear-Nester 
Glass Co. vs. Mo. Pac., 41 I. C. C. 446; Utah Wholesale Grocery 
Co. vs. N. & W. Ry. Co., 39 I. C. C. 345; also Henderson Elevator 
Case, 226 U. S. 441, and T. & P. vs. Mugg, 202 U. S. 242. While, 
under section 6 of the act, a carrier who shall misquote the 
applicable rate upon written request made upon the agent of 
the carrier is liable to a penalty of $250, this penalty accrues 
to the United States and not to the shipper. 

Routing and Misrouting—lInitial Carrier Not Required to Use 
Third and Intervening Carrier Where Its Line in Connection 
with Carrier Specified by Shipper Forms Complete Route 
Washington.—Question: We would like you to advise if 

you have any ruling on file in regard to the application of rates 

on incomplete routings shown on bills of lading. 

‘We have in mind a shipment originating at Manitowoc, Wis., 
routed C. & N. W., care of Pennsylvania, to Pier 78, Philadelphia. 
This shipment traveled by way of Chicago and was turned over 
by the North Western at that point to the Pennsylvania. How- 
ever, had shipment traveled via Milwaukee, in conjunction with 
the car ferry, rates as outlined in the Central Freight Association 
Tariff 218-D, I C. C. 1814, would have been used. However, the 
rail carriers assessed a local rate from Manitowoc to Milwaukee 
and the C. F. A rate from Milwaukee to Philadelphia. 

Will you kindly advise if it is your understandng that the 
carriers are compelled to route shpments over the cheapest 
route, irrespective of the intermediate routing being omitted from 
the bill of lading? If you have any decisions on file, would be 
pleased to have them. 

' Answer: Where the consignor specifies the routing that he 
desires his shipment to take by naming a carrier, which, in con- 
nection with the originating line, forms a through route from 
point of origin to destination, the initial carrier cannot be charged 
with having misrouted the shipment if it bills over that route 
instead of selecting a cheaper route in which those carriers 
participated, but with a third carrier intervening. Stebbins vs. 
DL. & W..H. Bf. 43.4,.€; C. 160 


Tariff Interpretation—Combination Rule 


Ohio.—Question: We have a controversy with the C. & O. 
Railway as to the application of Jones’ Combination Tariff, I. 
C C. U §S. 1, covering car of lumber that moved from Garden 
City, La., to New Richmond, O. 

There is a through rate of 44% cents per 100 pounds, but 
such rate is not applicable via New Orleans and L. & N., which 
is the route the shipment moved. We are therefore of the opin- 
ion that the rate should be made on the combination of locals 
via the route of movement, with the application of the Jones’ 
Combination Tariff. However, the carriers are taking the posi- 
tion that where there is a joint through rate via any route, that 
the Jones’ Combination Tariff cannot be applied. 

We do not know of a ruling to such effect. Can you say 
as to whether or not the Commission has passed on the par- 
ticular point at issue, at any time? 

Answer: With respect to this question, see the Commis- 
sion’s opinion ‘in I. and S Docket No. 1802, 93 I. C. C 614. In 
this case the Commission affirmed its findings in its former re- 
port, 81 I. C. C. 745, in which report, on page 748, the Commission 
said: 


Protestants state that there is now in progress a movement 
for the general readjustment of the lumber rates from southern 
and Mississippi Valley points to the river crossings, and urges that 
the action of respondents at this time is premature. They contend 
that the proposed schedules were designed by the carriers to rid 
themselves of the rate level now in effect via unauthorized routes. 
They cite our decision in Combination Rule for Transcontinental 
Rates, 78 I. C. C. 24, in which we declared the attempt of respond- 
ents to cancel the combination rule premature. That case differs some- 
what from this in that the respondents had given assurance that 
they would establish through rates no higher than those applicable 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 
Kingston Cartagena 
Port Antonio Puerto Colombia 
Jamaica Outports Santa Marta 


CANAL zoNE COSTA RICA 


Cristobal ALSO 


Ports of Guatemala 
PANAMA and British and 
Bocas del Toro 


Spanish Honduras 
Through Bills of Lading issued via Cristobal to West Coast Port 
of South America, Central America and Mexico 
For rates and other information, address 
17 Battery Place... 
321 St. Charles Street 
Long Wharf 
Marquette Building 
311 California Street 


Laredo to Mexico City . . . 53 Hours 
Eagle Pass to Mexico City . . 67 Hours 


NATIONAL 


RAILWAYS OF 


THE TRAFFIC WORLD 


PANAMA PACIFIC LINE 


again reduces transit time from 


COAST TO COAST 


New passenger and freight steamer 


CALIFORNIA 


30,000 tons displacement 


Sailing January 28, 1928, 
New York to West Coast. 14 Days 
Most modern cargo handling facilities. 
Many large side ports, garage deck for 
automobiles. Large refrigerator and cool 
air space. Nearby sailings of passenger 
and mail express steamers. 


Fastest Service to the Coast 


From New York From San Francisco 
Mongolia, November 24 Finland, November 19 
Manchuria, December 29 Manchuria, December 3 
Mongolia, January 12 Mongolia, December 17 


PANAMA PACIFIC LINE 


INTERNATIONAL MERCANTILE MARINE COMPANY 


No. 1 Broadway, New York City 
Or Any Authorized Steamship or Railroad Agent 


GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment ofthese agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. G. B. Aleman, Gen. Agt. 
1515 Penn Bldg. 2195 Ry. Exch. Bldg. 
New York City St. Louis, Mo. 


A. Horcasitas, Com. Agt. 
414 Whitney Bank Bldg. 
New Orleans, La. 


F. N. Puente, Gen. Agt. 
441 Monadnock Bldg. 
San Francisco, Calif. 


H. E. Chenoweth, Com. Agent 
Marquette Building 
Geass, Til. 


El Paso to Mexico City . . . 107 Hours 
Brownsville to Mexico City 69 Hours 
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under the combination rule. In the instant case respondents have 
given no such assurance but state that the suspended schedules were 
designed merely to clear up an involved situation. 

In this connection it is well to state that the proposal of the At- 
lantic Coast Line Railroads to restrict the application of rates from 
points on or via its line so as to give that line its maximum haul 
to the Virginia gateways would have the same effect as restricting 
the application of the combination rule. r 

Protestants further maintain that the language of the rule in the 
Jones tariff for constructing combination rates clearly indicates that 
such rates are invariably applicable unless there is a joint through 
rate in effect over the route of movement. This, in our opinion, has 
been the generally accepted interpretation of the rule, and much 
traffic has moved over the so-called unauthorized routes under this 
interpretation since the inception of the rule. : 

The reasonableness of the lumber rates under consideration is 
not in issue in this proceeding. We are, however, convinced from 
the record before us that the proposed schedules, if allowed to be- 
come effective, would increase these rates. We have no desire to 
continue indefinitely the operation of the combination rule, _but 
believe that in the instant case the carriers should establish joint 
through rates on the basis contemplated in the rule before attempt- 
ing to cancel or restrict its application. 


MEN IN TRANSPORTATION 





A passion for keeping “within the law” as a regulator of 
common carriers may be said to be the outstanding character- 
istic of Commissioner Henry C. Hall in his thirteen years of 
service on the Interstate Commerce Commission. "When the 
commissioner resigns in the not distant future, as he plans to 
do, there will be lost to the public service a fearless adminis- 
trator of the law. He has revealed again and again in clear 
and pointed discussion as to the power of the Commission and 
its functions that he has no sympathy with those who would 
have it attempt to give relief in this or that quarter by doing 
things believed by him to be outside the scope of its authority. 
How well he has interpreted the law is indicated by the fact that 
not one majority opinion written by him has been overturned in 
a court of final jurisdiction. Instances might also be cited in 
which his dissenting opinions have been upheld in the courts. 


Following agitation for enactment of a law requiring rail- 
road mileage books to be sold at reduced rates and the introduc- 
tion of many bills providing for such reduction, Congress, in 
1922, by amendment of section 22 of the interstate commerce 
act, directed the Commission to require rail carriers to issue 
interchangeable mileage or scrip coupon tickets “at just and 
reasonable rates.” Proceeding under that mandate, the Com- 
mission, in Interchangeable Mileage Ticket Investigation, 77 
I. C. C. 200, reached the conclusion that Class I railroads should 
sell scrip coupon tickets at a reduction of 20 per cent from 
their face value. Commissioner Hall, dissenting, remarked that 
“special privilege dies hard, and the craving for it never dies.” 
He could not agree with the majority that “the spirit and the 
apparent theory of the law is that carriers shall be required to 
sell such a ticket at something less than the standard fare. . .” 
He held that Congress expected the Commission to determine 
what the just and reasonable rate would be, and that, if that 
rate was the standard rate—and he could not see that the record 
justified anything lower than the standard rate—the Commission 
should prescribe the standard rate. 


“The majority,” said he, “recognize that the demand for this 
ticket comes chiefly from organizations of commercial travelers, 
and that what they seek is a lower rate than that paid by other 
travelers ‘who do not hold such tickets. In other words, the 
holders of these tickets are to be in a preferred class, whatever 
may be the just and reasonable rate paid by the public generally.” 

The railroads took the case to the courts. In holding the 
order of the Commission invalid, the Supreme Court of the 
United States, in an opinion delivered by Mr. Justice Holmes, 
January 21, 1924, said: 


It seems to us plain that the Commission was not prepared to 
make its order on independent groups apart from the deference 
naturally paid to the supposed wishes of Congress. But we think that 
it erred in reading the wishes that originated the statute as an ef- 
fective term of the statute that was passed, and therefore that the 
present order cannot stand. ; 


“It is easy and natural to make of the rate adjustment a 
scapegoat when prices fall or markets are slipping away to com- 
petitors—easy because freight rates are tangible, and natural 
because freight rates are subject to governmental regulation 
where prices ,and costs, and wages, and myriad incidents of 
business operation are not,” said Commissioner Hall in dissent- 
ing in part in Lake Cargo Coal Rates, 1925, 126 I. C. C. 309, on 
further hearing. “But rate regulation would be denatured if 
made into an equalizer of the fortunes and the abilities of men, 
whether in the same or different localities. Its function is to 


keep freight rates within the bounds of reason and fairness in 
the light of attendant or surrounding transportation conditions, 
and thereby afford to all persons and localities the benefit of 
This done, its function is per- 


adequate transportation service. 
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formed, leaving to individual initiative to deal with the many 
and complex industrial problems of our time.” 

Again in the same expression of opinion, the commissioner 
said that the essence of the transportation act was regulation 
and not management. 

“That act was not a general reform act, giving us powers to 
redistribute the business or wealth of individuals, or of pro 
ducing regions, in accordance with whatever social, economic or 
sectional views might at a given time command a majority of 
votes in this Commission,” said he. 

The view that the function of the Commission “is not to act 
as an arbiter in economics, but as an agency of Congress, to 
apply the law of the land to facts developed of record in matters 
committed by Congress to our jurisdiction,” was expressed by Mr, 
Hall in his dissent in the O’Fallon recapture case, 124 I. C. C. 3, 
in which Commissioners Aitchison, Taylor and Woodlock joined, 

“We may, indeed,” said he, “in our annual reports to that 
body (Congress) recommend needed changes in legislation, but 
we may not make those changes ourselves. This dissent is from 
the refusal of the majority to apply that law to the O’Fallon. 





HENRY C. 


HALL 


If the law needs change, let those who made it change it. 
Our duty is to apply the law as it stands.” 

President Wilson appointed Mr. Hall to the Commission in 
March, 1914. The bureau of law and the bureau of inquiry were 
placed under his supervision and, with the exception of a year 
or so, these bureaus have been under his supervision throughout 
his service with the Commission. He is chairman of division 3; 
of division 6, the special division created to handle proceedings 
under No. 17000, the Hoch-Smith investigation; of the committee 
on cooperation with state commissions; of the committee on 
relations with the Shipping Board; and is a member of the 
Commission’s legislative committee. He was chairman of the 
Commission in 1917-1918 and 1914. 

Following the declaration of war against Germany in 1917, 
and use of priority orders by various government departments, 
the situation with respect to movement of traffic became so 
serious that special attention was given to it by the Commission. 
Mr. Hall, at that time chairman, and Commissioner Clark, after a 
study of the situation, recommended that one of two things 
should be done—that the railroads should be permitted to operate 
as a unit or that the President should take them over for the 
period of the war. The recommendation, adopted by the Com- 
mission, was submitted to Congress December 5, 1917, in a special 
report that was largely written by Mr. Hall. It was the com- 
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missioner’s conviction, as he stated in the report, that the rail- 
roads “must be drawn, like the individual, from the pursuits of 
peace and mobilized to win the war.” 

Within two or three days after the report was sent to Con- 
gress, President Wilson asked Chairman Hall to come to the 
White House. The chairman and Commissioner Clark responded 
to the summons. The President reached the conclusion that he 
should take over the railroads and federal control of systems of 
transportation became a fact later in the month by the Presi- 
dent’s proclamation. 

After the passage of the transportation act in 1920 and the 
promulgation by the Commission of its tentative railroad con- 
solidation plan, Commissioner Hall was placed in charge of the 
hearings on that plan. He presided at practically all the hear- 
ings and developed a comprehensive record that, even though a 
final plan is not prepared, will be of inestimable value to the 
Commission in passing on proposed unifications of railroad prop- 
erties. 


Born in New York City, January 3, 1860, the son of Henry 
Clay and Amanda Harwood Hall, the commissioner is eighth in 
descent from John Hall who came from Coventry, Warwickshire, 
England, to Charlestown, Mass., in 1630. The family home is at 
Ashfield, Mass. In 1881 Mr. Hall was graduated from Amherst 
which, in 1914, conferred on him the degree of doctor of laws. 
In 1883 he was graduated from the Columbia Law School and 
was admitted to practice in New York the same year. Two 
years later he went to Paris, France, to engage in the practice 
of law. From 1888 to 1892, under appointment by the Department 
of State, he served as counsel to the United States Legation in 
Paris. Well on the way toward establishing a reputation as an 
authority on international law, he fell seriously ill. He was 
advised to go at once to California. On his way there, however, 
he stopped at Colorado Springs, Colo., where his brother, William 
M. Hall, was professor of political science and dean of the faculty 
of Colorado College. He remained in Colorado Springs, the 
climate benefited him, and with the recovery of his health he 
found that he had arrived in Colorado at an opportune moment. 
It was not long until the international lawyer was dealing with 
mining and irrigation legal problems. He was “drafted” to serve 
as mayor of Colorado Springs from 1905 to 1907. In 1912 and 
1913 he was vice-president for Colorado and member of the 
general council of the American Bar Association, and was presi- 
dent of the Colorado State Bar Association in 1912 and 1913. 


With his disposition not to spare himself in doing the job 
assigned to him, the commissioner was advised some time ago 
that, as a matter of precaution, he should take up work less 
exacting than that of the Commission. It has been said that 
the reason why he wishes to resign is that he is in ill health. 
However, his health is now good. He does not plan to “retire,” 
but will engage in work that he may feel free to get away from 
now and then—something he does not feel that he can do while 
he remains on the Commission.—S. H. S. 


Personal Notes 





An article by Ray Williams, traffic manager of the Cairo (Ill.) 
Association of Commerce and Cairo Board of Trade, on the use 
of inland waterways for transportation and the government 
barge line appeared in the October 4 issue of the Cairo Eve- 
ning Citizen. 

J. K. James has been appointed general freight agent, St. 
Louis Southwestern Railway, at St. Louis. 

C. J. Laurisch, attorney, Mankato, Minn., has been appointed 
a member of the Minnesota commission to succeed Commissioner 
Bowen, who has resigned, effective January 1, 1928. 

H. E. Cranford has been appointed traveling freight and 
passenger agent, Seaboard Air Line, at Wilmington, N. C., suc- 
ceeding W. E. Scull, Jr., resigned to accept service with another 
company. 

M. L. Love has been appointed general agent, Southern Pa- 
cific, at Brownsville, Texas. Wills J. Carter has been appointed 
assistant general freight and passenger agent at Harlingen, 
Texas. J. C. Mangham has been appointed industrial commis- 
sioner at Houston. A. Rogers Mielly and L. N. Lyon have been 
appointed assistant industrial commissioners. 

J. D. Nelson has been appointed assistant general freight 
agent, Alaska Steamship Company. 

The following appointments have been made on the Illinois 
Traction System: H. C. Leuter, assistant general freight and 
passenger agent, St. Louis; W. H. Blair, assistant general freight 
agent at Springfield, Ill.; John A. Gorman, chief of tariff bureau, 
Springfield; E. L. McKee, division freight agent, Springfield; 
L. C. Bundy, division freight agent, Decatur; E. C. Foster, gen- 
eral agent, Springfield, and A. G. Brown general agent, Decatur. 

William C. Sullivan has been appointed commercial agent, 
C. & E. L, at Birmingham, Ala. 
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H. E. Pierpont, chief traffic officer of the Chicago, Milwau- 
kee & St. Paul, has announced the appointment of J. H. Howard 
as assistant chief traffic officer, effective November 15. His 
duties will be to look after both freight and passenger depart- 
ments, jurisdiction extending from Chicago to the Pacific coast, 
and all outside agencies. Mr. Howard was born in Cincinnati, 
Ohio, and was graduated from private school in that city. He 
entered railway service in 1896 as general clerk, C. N. O. & T. P., 
at Cincinnati. From 1898 to 1908 he was freight clerk, local 
freight agent, freight solicitor, traveling auditor, freight auditor 
and freight claim agent of the Chicago & Alton, at Chicago. 
From 1908 to 1913 he was freight claim agent of the Chicago 
Great Western. From January 1, 1913, to July, 1918, he was gen- 
eral claim agent of the Chicago & Alton, from which position he 
went to Washington, D. C., as manager of the claims and prop- 
erty protection section to the U. S. Railroad Administration. 
After federal control in April, 1920, he came back to Chicago as 
general claim agent of the Chicago & Alton. In January, 1921, 
he was appointed assistant comptroller of the Chicago, Milwau- 
kee & St. Paul at Fullerton Ave., Chicago, and in April, 1924, he 
was promoted to assistant comptroller in the downtown office, 
which position he has held until now. He is treasurer of the 
Traffic Club of Chicago. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Chicago held a successful Armistice Day 
luncheon November 10 in the Red Lacquer room of the Palmer 
House, with about three hundred present, including a number of 
army and navy officers as guests at the speakers’ table. The 
address was made by Major General William Lassiter, com- 
mander, sixth corps area, U. S. army. He made some sugges- 
tions as to how the United States might make itself effective in 
promoting peace, but refraining from military training was not 
one of them. He was introduced by Vice President M. H. Ken- 
nelly, in the absence of President Clift, in a gracious little 
speech. The other guests were introduced by Major Neil R. 
Markle, chairman of the army and navy committee, who had 
charge of the program. Everything was done according to mili- 
tary procedure, with a military band, drum corps, buglers, and 
a flag floating in an artificial breeze. 





Bulk cargo carrying by airplane in competition with rail and 
steamship transportation is only a possibility of the far-distant 
future, according to J. Frederick Richardson, who spoke at the 
regular meeting of the Pacific Traffic Association, San Fran- 
cisco, November 1. He is vice-director of the Foreign Trade and 
Travel Exposition now being held at San Francisco, sponsored 
by the Foreign Trade Club of California, and recently made an 
international survey of aviation conditions for the United States 
government. The following nominations were presented, to be 
voted on December 6: President, Ross Bray, traffic manager, 
Trojan Powder Company; first vice president, W. J. Lane, 
traffic manager, Guggenhime & Company; second vice-president, 
H. H. Pierson, district freight agent, Dollar Steamship Com- 
pany; third vice-president, R. Hutcherson, traffic manager, Asso- 
ciated Oil Company; secretary, E. M. Stuart, chief clerk, Luck- 
enbach Steamship Company, treasurer; H. A. March, district 
freight agent, McCormick Steamship Company; directors, W. C. 
Hubner, traffic manager, A. M. Castle & Company; W. S. Daw- 
son, assistant general freight agent, Southern Pacific; L. H. 
Wolters, traffic manager, Golden State Milk Products Company; 
W. E. Dooling, assistant agent, American Hawaiian Steamship 
Company, and C. S. Connelly. 





The Cincinnati Traffic Club will hold its annual dinner 
February 7. 





The study class of the Traffic and Transportation Associa- 
tion of Pittsburgh will hold its next meeting in room 214, Fulton 
Building, November 18. R. M. Paisley, general freight and pas- 
senger agent, Pittsburgh & West Virginia, will speak on “The 
Evolution of a Freight Rate.” 





The Transportation Club of Louisville will hold a “Thanks- 
giving Meeting” at the Brown Hotel November 15. There will 
be a speaker and other entertainment. 





The Junior Traffic Club of Kansas City will hold a dinner- 
dance at the Aladdin Hotel November 16. A program of enter- 
tainment, in addition to dancing, has been arranged. 





The Traffic Club of Philadelphia will hold a “Ladies’ Night” 
at the Bellevue-Stratford Hotel December 5. Dinner will be 
served and there will be a program of entertainment, including 
dancing. Joseph Dwyer is chairman of the committee in charge. 





Classes in a traffic course, sponsored by the St. Louis Traf- 
fic Club, were begun at the McKinley Intermediate School No- 
vember 8. The arrangements with the St. Louis school board 
were made by the traffic club and the instructor, James Kirk 
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Wells, was named by the club and approved by the Junior 
Traffic Club of St. Louis. Classes will be held Tuesday and 
Thursday evenings, and will include the following subjects: 
Classification, the interstate commerce act, bulletins of the com- 
mission, tariff interpretations, bill of lading, and public service 
commission rules. There is no charge for the course. Wabash 
day was observed at the chamber of commerce November 7. 
J. E. Taussig, president of the Wabash, was the speaker and 
W. C. Maxwell, vice president of the Wabash, was toastmaster. 
There was an attendance of 550. President Taussig told of the 
early history of the Wabash, particualrly as related to St. Louis, 
‘ recalling that when the North Missouri Railroad, the predecessor 
of the Wabash, was built, the rail was bought in England, paid 
for in gold, and brought up the river from New Orleans. Enter- 
tainment was provided by the Banner Blue Minstrels. William 
King, of William King and Associates, will be the speaker at 
the next meeting, November 14, at the Chamber of Commerce. 





The Traffic Club of Minneapolis held a luncheon meeting at 
the Nicollet Hotel November 10. A moving picture, “The Arter- 
ies of Industry,” furnished through the courtesy of the National 
Tube Company, was shown. 





The following officers have been elected by the Greater 
Binghamton Traffic Club: President, George A. Sculley, Endi- 
cott Johnson Corporation; vice president, Earl H. Goodrich, 
D. L. & W.; treasurer, A. C. Puscher, Larrabee-Deyo Motor 
Truck Company; secretary, J. A. Simmons, Hubbard, Eldridge 
& Miller, Inc.; board of governors, W. O. Cooper (chairman), 
Ansco Photo Products, inc.; George W. Hill, Endicott Johnson 
Corporation; A. J. McPherson, D. L. & W.; Clayton L. Post, the 
Fairbanks Company; A. A. Gerlitz, Kroehler Manufacturing Com- 
pany, and F. C. Wheeler, Chamber of Commerce. 





At a luncheon meeting of the Wichita Traffic Club at the 
Wichita Club, November 3, Allen W. Hinkle, of the Allen W. 
Hinkle Company, president of the Wichita Chamber of Com- 
merce, spoke on “good roads.” The nominating committee, of 
which A. W. Dainton of the Santa Fe is chairman, presented its 
ticket of officers, which will be voted on at the annual meeting, 
December 1. By a unanimous vote it was decided to recommend 
A. M. Corp, transportation commissioner of the Wichita Cham- 
ber of Commerce, for appointment to the Commission. 





The Traffic Club of Kansas City held a meeting at the Hotel 
Baltimore, November 8. The newly elected officers were pre- 
sented and took over their duties. There was an elaborate pro- 
gram of entertainment. The annual dinner-dance, in honor of 
the ladies, will be given at the Muehlebach Hotel, November 22. 





The Transportation Club of St. Paul held a meeting at the 
Saint Paul Hotel, November 8. Swami Yoganda of Calcutta, 
India, and Los Angeles, spoke on ‘Co-operation for Business Be- 
tween the Orient and Occident.” Music was provided by a four- 
piece orchestra, through the courtesy of F. J. LeMere, manager, 
Universal Carloading and Distributing Company. 





The nominating committee of the Traffic Club of New York 
has presented the following names to be voted on at the Novem- 
ber meeting: President, E. R. Bardgett, general freight agent, 
Cunard Steamship Line; first vice-president, Charles W. Braden, 
traffic manager, Kentucky Alcohol Corporation; second vice- 
president, F. G. Fitzpatrick, general agent, C. & N. W.; secretary, 
C. A. Swope, general eastern freight agent, L. & N.; treasurer, 
Fred B. Fitzgerald, sales department, New York Belting and 
Packing Company; board of governors, A. C. McIntyre, general 
freight agent, Lehigh Valley; A. J. Whitman, manager of the 
traffic department, American Agricultural Chemical Company; 
and Allan Wallace, general traffic manager, Johns-Manville. 





The Canton Traffic Club will hold its annual dinner and 
election of officers December 6. Douglas Malloch of Chicago 
and New York will be the principal speaker. 





The York Traffic Club held a “Local Night’ November 10. 
Traffic subjects were discussed by members of the club. The 
annual banquet will be held at the Yorktowne January 19. 





The Traffic Club of New Orleans held a luncheon at the 
Hotel Roosevelt November 7. A musical program was furnished 
through the courtesy of Philip Werlein, Ltd. “Kansas City 
Southern Day” will be held November 21. A. J. Chapman, nomi- 
nee for second vice-president on the second ticket, asked that 
his name be withdrawn. It has been replaced by that of R. M. 
McWilliams, executive general agent, Missouri Pacific. 





The Portland (Maine) Traffic Association will hold a 
“smoker” at the Eastland Hotel December 5. An educational 
program has been arranged. William Tudor Gardiner will speak 
on “With the American Legion in France” and Arthur Staples, 
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editor of the Lewiston Journal, will speak on ‘Railroading from 
an Editor’s Desk.” 





The Savannah Traffic Club will hold its monthly meeting, 
designated “Atlantic Coast Line Day,” at the Y. W. C. A. Novem- 
ber 17. J. P. Walker, general superintendent, Atlantic Coast 
Line, will be the speaker. 





The Omaha Traffic Club held a meeting at the Chamber of 
Commerce dining room November 10. A member of the Ameri- 
can Legion gave a talk on the “Trip to Paris.” 





The Bridgeport Traffic Association is co-operating with the 
Y. M. C. A. in offering a course in traffic management, consisting 
of four semesters of sixteen weeks each. Classes will meet in 
the Educational Building of the Y. M. C. A. on Wednesday eve- 
nings from 7:30 to 9:30. The first meeting will be held Novem- 
ber 16. An invitation to all interested is extended for that meet- 
ing. The tuition fee for the first semester will be $20, which 
includes necessary texts and the full privileges of the Y. M. 
C. A. membership for the period of the course. W. H. Pease, 
traffic manager of the Bridgeport Brass Company and chairman 
of the traffic committees of both the state and local manufac- 
turers’ associations, will be the director of the course. The fol- 
lowing will be associated with him as instructors for the first 
semester: H. J. Benzie, General Electric Company; F. E. San- 
ford, Harvey Hubbell, Inc.; R. W. Miller, Crane Company; and 
J. C. Huntting, American Chain Company. 





The Oklahoma City Traffic Club held a dinner meeting at 
the Y. M. C. A. November 7. M. G. Buffington, commercial agent, 
St. L. & S. F., gave a report of the meeting at Richmond of the 
Associated Traffic Clubs of America, to which he was delegate. 
Election of officers will take place November 21. 





Due to the recent flood in New England, the Traffic Club 
of New England has postponed its “Canadian Night,’ scheduled 
for November 15, until the January meeting. The annual meet- 
ing will be held December 8. 


CENTRAL WESTERN ADVISORY BOARD 


The Central Western Shippers’ Advisory Board will hold its 
next meeting at Twin Falls, Idaho, December 13 and 14. The 
commodity committees will estimate the prospective business 
in their individual lines for the first quarter of 1928 and the 
railroads will make reports as to condition of equipment and 
like matters. Some of the special subjects to be considered at 
this meeting are as follows: 


1. Elimination of transportation waste through: 

(a) Heavier loading of equipment, 

(b) Proper distribution of equipment, 

(c) Increasing railroad operating efficiency, as evidenced by; 
Increases in the miles per car per day, 

Increases in the average turn-around of active car units, 
Decreases in demurrage assessments.against railroad patrons. 
2. Proper marking and packing or freight. 

3. Peddling from railroad cars. 

4. Adequacy of present storage facilities 

(a) At point of origin, 

(b) At point of distribution, 

(c) Their relationship to agricultural credit. 


The Twin Falls Chamber of Commerce will have charge of 
local arrangements. 


DETROIT SHIPPERS’ CONFERENCE 


Representatives of lake transportation lines were guests of 
the Detroit District Shippers’ Conference at its annual meeting 
November 8. The organization is sponsored by the traffic-trans- 
portation department of the Detroit Board of Commerce, of which 
L. G. Macomber is director, and since its inception in January, 
1926, C. A. Sullivan, traffic director of the Fisher Body Corporation, 
has been president. His reelection was unanimous. F. J. Arm- 
strong, traffic manager of the United States Radiator Corpora- 
tion, and G. W. Atherton, traffic manager of the Acme White 
Lead and Color Works, were elected first and second vice-presi- 
dents. The position of secretary automatically goes to H. D. 
Fenske, assistant director of traffic-transportation of the Detroit 
Board of Commerce. 

Lack of concerted action among traffic officials was one of 
prompting motives for the formulation of this organization by 
Mr. Macomber. Contact with transportation agencies has been 
carried on by the twelve subsidiary committees of the con- 
ference, whose contact with freight carriers by rail, motor, and 
boat has enabled the conference to iron out many difficulties in 
a cooperative spirit formerly unknown. It is pointed out that 
Detroit business has been benefited in general from the efforts 
of these committees, working for the good of the small as well 
as the large shipper. 

A resumé of the work done by the Shippers’ Conference in 
the last year shows that the rate committee has done work of 
great value to the industries of the city of Detroit. The claim 
and claim prevention committee has been instrumental in ironing © 
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AMERICA FRANCE LINE 
Cosmopolitan Shipping Co., Inc. 
42 Broadway, New York City 
N. Atlantic to French Atlantic ports 


AMER. AUS. ORIENT LINE 
Swayne & Hoyt, Inc. 
430 Sansome St., 
San Francisco, Cal. 
Pacific Coast ports to Australia, New 
Zealand, Orient, and Straits Settlements 


AMERICAN DIAMOND LINES 
Black Diamond S. S. Corp. 
67 Exchange Place, New York City 
North Atlantic ports to Rotterdam, 
Holland, and Antwerp, Belgium 


DIXIE UK LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg., 
New Orleans, La. 
New Orleans to United Kingdom and 
Irish ports 


AMERICAN WEST AFRICAN LINE 
A. H. Bull & Co., Inc. 
40 West Street, New York City 
North Atlantic and Gulf ports to west 


coast of Africa,including Azores,Canary, 
and Madeira Islands 


AMERICAN MERCHANT LINES 
J. H. Winchester & Co., Inc. 
17 Battery Place, New York City 
Passenger and freight services to United 
Kingdom ports 


AMERICAN INDIA LINE 
Roosevelt S. S. Co., Inc. 
16 Beaver Street, New York City 
North Atlantic ports to Indian ports 


ATLANTIC AUSTRALIAN LINE 
Roosevelt S. S. Co., Inc. 

16 Beaver Street, New York City 
New York to Australian ports 
pg the above two lines combine on 
an arou meee. ane via the Suez 

‘ana 


DIXIE MEDIT. LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg. 
New Orleans, La. 
New Orleans to Mediterranean ports 


GULF BRAZIL RIVER PLATE LINE 
{Mississippi Shipping Co., Inc. 
Hibernia Bank Bldg., 

New Orleans, La. 

Gulf ports to Brazil and River Plate ports, 
east coast of South America 


GULF WEST 
MEDITERRANEAN LINE 
Tampa Interocean S. S. Co. 

919 Whitney Building, 

New Orleans, La. 

Gulf and South Atlantic ports to Portu- 
guese, Spanish, and North African ports 
(west of Bizerta) 


MISSISSIPPI VALLEY 
EUROPEAN LINE 
Mississippi Shipping Co., Inc. 
Hibernia Bank Bldg., 

New Orleans, La. 

New Orleans to French Atlantic and 
Belgian ports 
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YANKEE LINE 
Rogers & Webb 
110 State Street, Boston, Mass. 
North Atlantic ports to German ports 


MOBILE OCEANIC LINE 
Waterman S.S. Corp 
Mobile, Ala. 
Mobile and Eastern Gulf ports to United 
Kingdomand continental European ports 


AM. ORIENTAL MAIL LINE 
Admiral Oriental Line 
1519 Railroad Ave., South 
Seattle, Wash. 
Puget S. ports on Pacific to Orient 


AMERICAN PALMETTO LINE 
South Atlantic Steamship Line 
34 Bay Street, East, Savannah, Ga. 
South Atlantic ports to United Kingdom 
and continental European ports 


AMERICAN PIONEER LINE 
Atlantic Division 
Roosevelt S. S. Co., Inc. 
16 Beaver Street, New York Cit 
N. Atl. ports to Orient and Dutch E. i & 


Gulf Division 
Tampa Interocean S. S. Co. 
Whitney Bldg., New Orleans, La. 
Gulf ports to Orient and Dutch E. I. 


AMERICAN REPUBLICS LINE 
C. H. Sprague & Son, Inc. 
33 Broad Street, Boston, Mass. 
N. and S. Atl. ports to Brazil and River 
Plate ports, east coast of S. America 


OREGON ORIENTAL LINE 
Columbia Pacific Shipping Co., Inc. 
Porter Building, Portland, Ore. 
Columbia River ports on Pacific Coast 
to China, Japan, and Philippine Islands 


ORIOLE LINES 
Consolidated Navigation Co. 
Citizens National Bank Building 
Baltimore, Md. 

North Atlantic ports to west coast of 
United Kingdom and Irish ports 


SOUTHERN STATES LINE 
Lykes Bros.-Ripley S.S. Co., Inc. 
925 Whitney Central Building 
New Orleans, La 
New Orleans and Texas ports to German 
and Holland ports 


TEXAS MEDIT. LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bldg. 
Galveston, Tex. 

Texas ports to Mediterranean ports 
TEXAS UKAY LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bidg. 
Galveston, Tex. 

Texas ports to United Kingdom ports 
TEXAS STAR LINE 
Lykes Bros.-Ripley S.S. Co., Inc. 

925 Whitney Central Building 
New Orleans, La. 

Texas ports to French and Belgian ports 
UNITED STATES LINES 
45 Broadway, New York City 
Passenger, mail, freight services to 
England, France, Germany. 





PEEDY cargo vessels operated 

for the United States Shipping 
Board offer a glowing opportunity 
to the American shipper to broaden 
and increase his business. These 
vessels sail from Atlantic Coast, 
Pacific Coast and Gulf Ports to 
ports in the United Kingdom, Irish 
Free State, Continental Europe, 
South America, the Orient, Dutch 
East Indies, Australasia, India and 
Africa—in fact all parts of the 
world. 

These services comprising 26 
lines and more than 300 ships de- 
liver shipments promptly and se- 
curely, open up new markets for 
merchandise, give added impetus 
to foreign trade. Furthermore, they 
are under the direction of experi- 
enced American operators whose 
advice is bound to prove helpful. 

For complete information on 
either freight or passenger services 
consult Schedule of Sailings, a 
comprehensive publication issued 
for the benefit of shippers or write 
direct. 






















UNITED STATES 
SHIPPING BOARD 


Merchant Fleet. 
Corporation_ 


WASHINGTON, D. C. 





Passenger Services—Included in these 
services are the speedy passenger vessels 
of the United States Lines sailing from 
New York to principal European ports, 
also the commodious and comfortable 
American Merchant Lines ships which 
sail weekly between New York and 
London carrying a limited number of pas- 
sengers at remarkably reasonable rates. 
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out difficulties between shippers and carriers and constructively 
criticizing either party in the interest of lessening the amount 
of claim by loss and damage. An example of concerted action 
on the part of traffic men when dealing with the railroads is 
found in the conclusions reached after a series of meetings be- 
tween the merchandise and service committee and representa- 
tives of Detroit carriers. 

The establishment of seventeen through merchandise cars 
to distant points to which through service has not previously 
been maintained, is one of the biggest jobs done. This im- 
proved less-than-carload service from Detroit to these distant 
points enables the shipper to have through service without trans- 
fer of the shipment at three or four junction points, with a 
consequent decrease in liability to damage of his shipment. 

Particular emphasis was directed to water transportation 
and the utilization of present and potential water transportation 
facilities was the subject of several short speeches. Among the 
officials of the water lines at the meeting were George Wright, 
general freight agent, Detroit and Cleveland Navigation Com- 
pany, Mr. Dever, general freight agent of the Gerat Lakes Transit 
Corporation, and Gordon Patterson, assistant to the president of 
the Terminals and Transportation Corporation of America. Their 
remarks indicated the willingness of water transportation lines 
to cooperate with the water transportation committee. 

Mr. Macomber told the conference of the developing of 
shipping by waterway in various parts of the world. The fact 
that the tonnage on the Detroit River is greater than in any 
other world port should be an incentive to the greater develop- 
ment of this form of transportation, he said, and plans for port 
development and the Gréat Lakes-St. Lawrence Waterway were 
indications of the necessity for preparedness if Detroit was to 
maintain her place as a prominent port. 


URGES SUPPORT OF BOARDS 


An appeal for increased support of the shippers’ regional 
advisory boards has been sent to users of transportation by H. G. 
Taylor, manager of the public relations section of the car service 
division of the American Railway Association. 

“This is a frank appeal for your increased interest in, and 
support of, the regional advisory boards,” said he. “The fact 
that these boards have set up new records of attendance in prac- 
tically all districts during recent months does not obviate the 
desirability of a still wider membership and a still larger at- 
tendance at board meetings.” 

Mr. Taylor said that, admittedly, present transportation con- 
ditions were satisfactory. 

“The danger is that we may accept this condition in a mat- 
ter of fact manner, and be too prone to forget the distressing 
conditions of past years,” said he. 

Reference was made by Mr. Taylor to previous years in 
which car shortages were serious “in order that you may refresh 
your memory as to the status of rail transportation prior to the 
inauguration of this form of organized public co-operation in 
transportation matters.” He quoted a resolution adopted by the 
National Association of Railroad and Utilities Commissioners, in 
1916, urging that steps be taken to provide relief from the car 
shortage situation, and an editorial from the Commercial West, 
a Minnesota weekly business journal, published October 8, 1927, 
commending the car service this fall and the work of the advis- 
ory boards. Continuing, Mr. Taylor said: 


Opinion, both carrier and shipper, accords the public cooperation 
in transportation problems, as obtained through the regional advisory 
ards, a considerable share of the credit for the present satisfactory 
transportation. The boards, therefore, should be regarded in the 
light of transportation insurance, and we believe it is not too much 
to ask that each business or industry of importance in the several 
board territories contribute the three or four days time of the proper 
executive, annually, necessary for representation at these meetings. 
Adequate transportation is an end in and of itself, but business 
stability is of equal importance, ‘‘the mometary value of which,’’ as 
indicated by the Commercial est, “is beyond calculation.’”” Com- 
merce in general, therefore, has a stake in the boards which can- 


ood be ignored and which calls for continued and unremitting sup- 
port, 


Won't you arrange representation for the next meeting of your 
own particular board? 


LUMBER SHIPMENTS 


The lumber industry as a whole showed apparently little 
change for the week ended November 5, when compared with 
the previous week, according to reports receivd by the National 
Lumber Manufacturers’ Association from approximately 500 of 
the larger commercial lumber mills of the country. 

The comparably reporting softwood mills showed no note- 
worthy change from a week ago, but, in comparison with the 
same period a year ago, this week shows gratifying increases 
in all three factors. 

It is obvious that there is also little change in the hardwood 
operations from last week, except for a shrinkage of shipments, 
but the disparity in the number of mills reporting makes ac- 
curate comparison difficult. When compared with the same week 
last year, production varied little, and shipments and orders 
apparently fell off. 

The following table compares the lumber movement, as re- 
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flected by the reporting mills of seven softwood, and two hard- 


wood, regional associations, for the three weeks indicated; 000s 
omitted: 


, Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

SN Ta s+ setae aca 353 121 349 141 338 137 

Production ....240,774 18,396 230,134 20,477 245,335 20,876 

Shipment ...... 229,802 17,565 224,156 21,923 229,711 21,554 
Orders (New 

kh ee 230,675 17,614 196,030 21,479 226,384 18,921 


CHANGES IN DOCKET 


Hearing in No. 18296, Norfolk Tallow Co. et al. vs. C. & 
O. Ry. et al., assigned for November 11, at New York, N. Y., 
before Examiner Jewell, was canceled and reassigned for No- 
vember 9, at New York, N. Y., before Examiner Jewell. 

Hearing in No. 19939, Birmingham Rail and Locomotive Co. 
vs. A. B. & A. Ry., and B. L. Bugg, Receiver, et al., and No. 
20036, Leake and Goodlett et al. vs. A. G. S. R. R. et al., as- 
signed for November 10, at Birmingham, Ala., before Examiner 
Disque, was postponed to a date to be hereafter fixed. 

Hearing in No. 20070, Consumers Material Corp. vs. A. T. 
& S. F. Ry. et al., assigned for November 10, at Kansas City, 
Mo., before Examiner Steer, was postponed to a date to be 
hereafter fixed. 

Hearing in No. 19903, J. W. Gillespie vs. N. C. & St. L. Ry. 
et al., and No. 20086, Sumter Packing Co. vs. A. C. L. Ry. et al., 
assigned for November 9, at Roanoke, Va., before Examiner 
Harris, was postponed to a date to be hereafter fixed. 

Hearing in No. 19907, Western Carolina Shippers’ Assn. 
et al. vs. A. C. L. R. R. et al., portions fourth section application 
No. 1625 and 1780 of C. C. McCain, 2055 and 2060, of J. F. Tucker, 
agent, and 1548 of Southern Ry., No. 20052, Western Carolina 
Shippers’ Assn. et al. vs. N. & W. Ry. et al., assigned for No- 
vember 12, at Asheville, N. C., before Examiner Harris, was 
postponed to a date to be hereafter fixed. 


HAY FOR OCEAN CATTLE FEED 


The report of W. E. Campbell, chief traffic officer of Board 
of Railway Commissioners for Canada, on the application of 
Jas. McDonnell Company, Ltd., Montreal, for a ruling that hay 
shipped to Canadian ports for cattle feed on board ocean liners 
should receive the same privileges as export hay, said: 


While I do not feel that this hay should, in the ordinary sense, 
be considered as export traffic, * * * I feel it should be accorded 
the same car demurrage regulations as provided for export traffic. 


The report explained that rates were not involved, as the 
domestic and export rates from winter ports in Canada were 
practically identical. 

The applicants complained against the assessment of demur- 
rage charges of $1 a day for the first two days after the ex- 
piration of 48 hours’ free time, and $5 for time thereafter. 
The tariffs covering export traffic provided, under some condi- 
tions, five days’ free time and under others, 10 days’ free time, 
with reductions in the charges accruing thereafter. The more 
lenient demurrage rules applying to the export traffic were ex- 
plained as being made necessary because of the uncertainty 
of sailings. The report found that the same consideration ap- 
plied to the hay in question. 

The board ordered that the rules applying to the export 
traffic be applied to hay used in feeding cattle on the steamers. 





Digest of New Complaints 


No. 19790. Sub. No. 1. Indianapolis Chamber of Commerce et al., In- 
dianapolis, Ind., vs. Baltimore & Ohio et al. 

Rates in violation of first three sections of the act, on dry kiln 
outfits from Indianapolis to Southwestern territory. Jacksonville, 
Fla., alleged to be preferred. Asks rates for future. 

No. 20108. Sub. No. 1. Swift & Co., Chicago, Ill., vs. St. Louis-San 
Francisco et al. 

Unreasonable rates on inedible tallow from North Fort Worth, 
Tex., to Cincinnati, O., Ivorydale, O., and Jeffersonville, Ind. 
Asks rates for future and reparation. 

No. 20167. Sub. No. 1. Eagle-Ottawa Leather Co., Chicago, IIl., vs. 
Cincinnati Northern et al. 

Unreasonable rates on green salted hides from Goshen, Ind., 
oa eee, O., to Whitehall and Grand Haven, Mich. Asks rep- 
aration. 

No. 20169. Detroit Soda Products Co. et al., Wyandotte, Mich., vs. 
Aberdeen & Rockfish et al. 

Rates on soda products in violation of sections 1 and 3 of the 
act. Asks reasonable, nondiscriminatory and nonprejudicial rates 
from complainants’ shipping points in C. F. A. territory and 
Trunk Line territory to southern destinations in Kentucky, Tenn- 
—" Arkansas, Mississippi, Alabama, Florida, Georgia and the 

arolinas. 

No. roy Standard Sanitary Mfg. Co., Richmond, Calif., vs. L. & N. 
et al. 

Illegal and unreasonable charges on moulding machines, foundry 
flasks, iron, lead and wood patterns, from Louisville, Ky., to 
Richmond, Calif. Asks reparation. 

No. 20178. Mitchell-Rand Mfg. Co., New York, N. Y., vs. New York 
Central et al. 


Novem 
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E CHICAGO HEIGHTS, ILLINOIS 


Are you looking for an industrial location? 


of 
ay 
rs An ideal place for a manufacturing plant, 
m storage and distributing warehouse, 
ied or branch plant of any kind? 
he If so, Chicago Heights industrial district offers the finest opportunities in the 
re 

Middle West. 
ur- 
oq It has cheap land, 
di- good labor conditions; 
“i excellent transportation service in all directions; 
aX- flat Chicago freight rates outbound and inbound 
nd to and from all parts of the country; 
Chicago switching district freight rates on 
ort intra-district traffic ; 
- Indiana and Illinois coal fields nearby; 
Electric power. 

| It is near the center of population of America. 
n- The Chicago Heights Terminal Transfer Railroad now serves 84 industries 
in and has direct interchange arrangements with all Chicago Heights railroads. 

Through the Chicago Heights-Chicago switching district it interchanges 
. freight with all railroads reaching the Chicago district. 
1d. 
* Less than carload freight from Chicago Heights receives the benefit of daily 
i, through merchandise package cars to all sections of the country. 
a 
ya. Address 
he 
nd P. S. LOTTINVILLE, General Agent 
he Chicago Heights Terminal Transfer R. R. Co. 
ia Chicago Heights, Illinois 
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. 20188. 


No. 


- 20196. Sub. No. 1. 


. 20197. Sub. No. 1. 


Charges in violation of sections 1, 3 and 6 of the act, on battery 
séaling pitch from Jersey City, N. J., to Cleveland, O. Asks cease 
and desist order and reparation. 


. 20179. The American Packing & Provision Co. et al., Ogden, Utah, 


vs. Union Pacific. 

Rates in violation of sections 1 and 3 of the act, on hogs from 
points in Colorado, Nebraska and Wyoming to Ogden, Utah, com- 
petitors at South Omaha, Neb., alleged to be preferred. Asks rates 
for future and reparation. 

20181. Superior Zinc Corporation, Philadelphia, Pa., vs. Central* 
of New Jersey et al. 

Unreasonable, discriminatory and prejudicial rates on spelter 
or slab zinc from Bristol, Pa., to points in official classification 
territory, smelters in Utah, Montana, Colorado, Missouri and Kan- 
sas alleged to be preferred. Asks rates for future and reparation. 
20182. Schmoll, Siiles, Reid, Inc., New York City, vs. Pacific 
Electric et al. 

Unreasonable charges on crude rubber from Compton, Calif., to 
Akron, O. Asks reparation. 


. 20183. Merrimac Paper Co., Lawrence, Mass., vs. Boston & Maine. 


Unreasonable rates and charges on china clay from Boston, 
Mass., terminals to Lawrence, Mass. Asks rates for future and 
reparation. 


. 20184. National Bellas Hess Co., Inc., New York, N. Y., vs. Long 


Island et al. 


Unreasonable rates on catalogs from Long Island City, N. Y.,» 


and Jamaica, N. Y., to Ypsilanti, Mich., Green Bay, Wis., Ham- 
mond, Ind., Vincennes, Ind., Zanesville and Cincinnati, O., and 
Pittsburgh, Pa. Asks rates for future and reparation. 
20185. Floridin Co., Warren, Pa., vs. Seaboard Air Line et al. 
Unreasonable charges on fuller’s earth from Quincy and Jamie- 
son, Fla., to Casper, Wyo. Asks rates for future and reparation. 
20186. Caldwell & Taylor, Inc., Cincinnati, O., vs. Reading et al. 
Unreasonable rates and charges on benzol from Solvay, N. Y., 
and Bethlehem, Pa., to Cincinnati, O. Asks cease and desis 
order and reparation. 


. 20187. Carnegie Steel Co., Pittsburgh, Pa., vs. Pennsylvania et al. 


Rates in violation of sections 1, 2, 3 and 6 of the act, on steel 
rods in coils from McDonald, Ohio, to Pittsburgh, Carnegte’and 
Economy, Pa. Asks cease and desist order. 

Bakelite Corporation, New York, N. Y., vs. Baltimore & 
Ohio et al. 

Unreasonable rates on carbolic acid (phenol) from Painesville, 
Ohio, to Chicago, Ill., Bloomfield and Perth Amboy, N. J. Asks 
rates for future and reparation. 

20180. Jackson Traffic Bureau for Mississippi School Supply Co., 
Jackson, Miss., vs. Alabama Great Southern et al. 

Rates in violation of sections 1 and 4 of the act, on common 
chairs from Johnson City, Tenn., to Jackson, Miss. Asks rates 
for future and reparation. 


. 20189. Fir Door Manufacturers’ Association et al., Portland, Ore., 


vs. Abilene & Southern et al. 

Alleges defendants are subjecting complainants’ stockholders 
and members to payment of unduly prejudicial and disadvan- 
tageous rates_and are according to transit houses at points in 
Illinois, Iowa, Minnesota, Wisconsin and South Dakota undue pref- 
erence and advantage in violation of section 3 and are according 
to the transit houses specified the use of unreasonably low ag- 
gregate charges on raw material and manufactured product and 
of privileges that result in wasteful, inefficient and uneconomical 
transportation practices in violation of sections 1, 6 and 15 (a) 
and are subjecting manufacturers and shippers of lumber to un- 
just discrimination in violation of section 2. Asks Commission to 
institute inquiry on its own motion (consolidating it for hearing 
with this complaint) into the subject of milling or manufacturing 
in transit privileges on lumber throughout the United States, cease 
and desist order and relief for future. 


- 20190. Armour Fertilizer Works, Chicago, Ill., vs. Butte, Ana- 


conda & Pacific et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on phosphate rock, acidulated, from points in Florida and Tenn- 
essee and from Cincinnati and Sandusky, O., to points in Indiana, 
Ohio, Michigan and Illinois. Alleges rates from Anaconda, Mont., 
to destination territory indicated are relatively and substantially 
less than rates from points in Florida, etc. Asks cease and desist 
order and rates for future. 


. 20191. Sinclair Refining Co., New York, N. Y., vs. Santa Fe et al. 


Rates and charges in violation of section 6 of the act, on gasoline, 
from Argentine and Coffeyville, Kans., and Cushing, Okla., to 
Madisonville, Ky. Asks cease and desist order and reparation. 


. 20192. Traffic Bureau of Keokuk Chamber of Commerce et al., 


Keokuk, Ia., vs. Alabama & Vicksburg et al. 

Rates and charges in violation of sections 1, 3 and 4 of the 
act, on staves and headings from points in Arkansas, Louisiana 
and Missouri to Keokuk, Ia., and Alexandria, Mo. Asks rates not 
to exceed those to Peoria, Ill., and reparation. 

20193. Harry Schimmel et al., New York, N. Y., vs. B. & O. et al. 

Rates in violation of sections 1, 4 and 6 of the act, on cotton 
linters from points in Arkansas, Louisiana, Oklahoma and Texas 
to various interstate destinations. Asks cease and desist order 
and reparation. 


- 20194. The Fredonia Linseed Oil Works Co., Fredonia, Kans., vs. 


Santa Fe et al. 

Rates in violation of sections 1 and 3 of the act, on flaxseed 
from Colorado, Nebraska, Wyoming and Montana origin points to 
Fredonia, Kans. Asks rates for future and reparation. 


- 20195. The Cleveland Stone Co., Cleveland, O., vs. New York Cen- 


tral et al. 

Unreasonable rates on stone curbing from Amherst, O., to De- 
troit, Mich., also alleges violation of section 4. Asks rates not 
to exceed those to Chicago, IIl., and reparation. 


. 20196. City of Quincy, Fla., vs. Alabama Great Southern et al. 


Unreasonable charges on coal from mines in Alabama, Ken- 
tucky, Tennessee, and Virginia to Quincy, Fla. Asks reasonable 
— nonprejudicial joint through rates and routes, and repara- 

on. 

City of Tallahassee, Fla., vs. Same. 
— complaint and prayer with respect to coal to Tallahassee, 

a. 


- 20197. Globe Grain & Milling Co., Los Angeles, Calif., vs. Santa 


Fe et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on account of demurrage assessed on cars received at Los Angeles. 
Asks reparation and changes in demurrage rules. 

Same vs. Southern Pacific Co. 
Same complaint and prayer. 


. 20198. Cameron, Joyce & Co., Keokuk, Ia., vs. St. Louis & Hanni- 


bal et al. 
Rates and charges in violation of sections 1 and 6 of the act, 
on contractors’ outfits consisting of old (used) railroad rails and 
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wooden cross ties, iron pipe, dump cars and tools from Xenia, 
Ill, to Frankford, Mo. Asks reparation. 
No. 20199. The Busse Brick Co., Latonia, Ky., vs. L. & N, : 

Rate on brick from Latonia, Ky., to Cincinnati, O., in violation 
of sections 1, 3 and 4 of the act. Asks rate for future. 

No. 20200. Texas Cement Plaster Co., Hamlin, Tex., vs. Southern et al. 

Unreasonable charges on gypsum building or plaster blocks from 
Plasterco and Plasterco Junction, Tex., to Jacksonville, Fla., and 
interior Florida points basing thereon. Asks rates for future and 
reparation. ‘ 

No. 20201. Andersen Lumber Co., Bayport, Minn., vs. C. & N. W. et al. 

Rates and charges in violation of first three sections of the 
act, on pine frames, window or door, k. d. in bundles, from Bay- 
port, Minn., to New Orleans, La. Asks reparation. 

No. 20202. Birmingham Rail & Locomotive Co., Birmingham, Ala., 
vs. Alabama Great Sotuhern et al. : 

Rates in violation of sections 1 and 3 of the act, on railroad 
rails and track material from points in Arkansas to points in 
Birmingham, Ala., district. Asks rates for future and reparation. 

No. 19688. Sub. No. 2. Carolina Shippers’ Association, Inc., Wilson, 
N. C., vs. Norfolk Southern et al. 

Charges in violation of sections 1 and 3 of the act, for use of 
refrigerator cars in the transportation of fresh fish, oysters, 
shrimp, scallops, and other sea foods from Beaufort and More- 
head City, N. C., to interstate destinations. Asks cancellation of 
charge of $12.50 per car or any other charge of like character 
and reparation. ’ 

No. 20208. Diamond Match Co., New York City, vs. New Haven et al. 

Unreasonable rates on waste and/or scrap paper from Oxford, 
Conn., to Middletown, O. Asks rates for future and reparation. 

No. 20204. Denver Rock Drill Manufacturing Co., Denver, Colo., vs. 
New York Central et al. 

Unreasonable and discriminatory rates on plain bar steel from 
Syracuse, N. Y., to points in Colorado. Asks 60,000-pound mini- 
mum and same rates as applying on articles included in section 
2 of item 2790 W. T. L. tariff 111-E I. C. C. A-1498, and reparation. 

No. 20205. C. Hager & Sons Hinge Manufacturing Co., St. Louis, Mo., 
vs. Santa Fe et al. 

Unreasonable rates on black waster sheets or black waster 
plates from Gary, Ind., to St. Louis, Mo. Asks rates for future 
and reparation. . 

No. 20206. Arizona Grocery Co. et al., Phoenix, Arix., vs. Santa Fe 
et al. 

Unreasonable rates on dried beans from points in California to 
Phoenix and Mesa, Ariz. Asks rates for future and reparation. 

No. 20207. Amos Klotz et al., trading as Klotz Bros., Staunton, Va., 
vs. C. & O. et al. 

Unreasonable rates on scrap iron from Staunton, Va., to Ash- 
land, Ky., Portsmouth, O., and Weirton, W. V. Asks rates for 
future and reparation. , 

No. 20208. Arizona Grocery Co. et al., Phoenix, Ariz., vs. Santa Fe 
et al. 

Unreasonable rates on beverages and tonics from Los Angeles, 
Calif., to Phoenix, Ariz. Asks rates for future and reparation. 
No. 20209. San Diego (Calif.) Chamber of Commerce vs. Aberdeen & 

Rockfish et al. ; ; ; ; 

Alleges that practice of defendants of exacting arbitraries in 
addition to lawfully published fares for transportation of pas- 
sengers between origin stations and destination stations in Cali- 
fornia, Washington and Oregon, on the one hand, and origin and 
destination stations in Alabama and other states east of the 
Rocky Mountains, on the other hand, when the origin, destination 
or principal objective or starting point is San Diego, or when the 
route of movement is via San Diego, and not exacting said arbi- 
traries for the same transportation service, over the same routes, 
to, from or via other Pacific coast terminal points, representative 
of which is Los Angeles, is in violation of first three sections of 
the act. Asks removal of undue preference to Los Angeles and 
other points and of undue prejudice to San Diego. 

No. 20210. Saniwax Paper Co., Kalamazoo, Mich., vs. Union Ry. Co. 
. (Memphis) et al. 

Rates in violation of sections 1, 2, 3 and 6 of the act, on waxed 
wrapping paper, L. C. L., printed or imprinted, in sheets, cut 
to size, from Memphis, Tenn., to points in Southern Classifica- 
tion territory. Asks rates and rating for future. 

No. 20211. Hiram C. Wilson, Tulsa, Okla., vs. Santa Fe et al. 

Unreasonable rates on second-hand wrought iron pipe from 


Cushing, Okla., to Alamota, Kans. Asks rates for future and 
reparation. 

No. 20212. Desel-Boettcher Co., Corpus Christi, Tex., vs. G. H. & S. 
A. et al. 


Unreasonable rates on imported bananas and cocoanuts in 
straight and/or mixed carloads from Galveston, Tex., to Browns- 
ville, Tex. Asks rates and unloading in transit privilege and 
reparation. 

No. 20213. J. Flaxman Iron Co., Chicago, Ill., vs. C. & E. L 

Charges in violation of sections 1, 3 and 6 of the act, on scrap 
iron from complainant’s Chicago plant to points within and with- 
out Chicago switching district. Asks waiver of collection of alleged 
undercharges. 

No. 20214. National Fire Proofing Co., Pittsburgh, Pa., vs. Pullman 
R. R. et al. 

Unreasonable rates on brick and clay products, including hollow 
building tile, from Pullman, Ill., to Louisville, Ky. Asks rates for 
future and reparation. 


No. 20215. International Agricultural Corporation, Atlanta, Ga., vs. 
Seaboard Air Line et al. ; : 
Illegal charges on drag line excavating machinery from Mil- 


waukee, Wis., to Mulberry, Fla. Asks refund of overcharges. 
No. 20216. Levit & Woorman, Philadelphia, Pa., vs. M.-K.-T. of Texas 
et al. 

Rates and charges in violation of sections 1, 3 and 6 of the act, 
on live poultry from Taylor, Tex., to Philadelphia, Pa., diverted 
to Jersey City, N. J. Asks reparation. 

No. 20217. Cushman Motor Works, Lincoln, Neb., vs. C. B. & Q. et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on pig iron from Duluth and West Duluth, Minn., Superior and 
Sens, Wis., to Lincoln, Neb. Asks rates for future and repara- 

on. 

No. 20218. G. & W. Refrigerator Co., Cloquet, Minn., vs. Bush Term- 
inal Co. et al. 

Charges in violation of first three sections of the act, on k. d. 
door and window frames from Cloquet, Minn., to points in New 
York, New Jersey, Ohio and Connecticut. Asks rates for future 
and reparation. 

No. 20219. Allied Contractors, Inc., Omaha, Neb., vs. C. & N. W. et al. 

Rates in violation of sections 1 and 3 of the act, on dredging 
machine and parts from Broadview, Ill., to Florence, Neb. Asks 
rates for future from Broadview and Chicago, Ill., to Florence, 

Neb., and reparation. 
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On the map, the Port of 
Newark is nine miles from 
New York. In actual run- 
ning time by motor truck, 
it is now only 20 minutes 
removed — closer to the 
business section of the 
metropolis than many 
sections of the Manhattan 
or Brooklyn waterfront ! 
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Now—Only 20 Minutes to Manhattan 
via newly opened Hudson Vehicular Tunnel! 


Here is one more powerful inducement for manufacturers who require quick 
deliveries to metropolitan customers to establish warehouses at the Port of 
Newark or to use its highly organized storage facilities! The heart of Man- 
hattan is now actually closer in time to the Port of Newark than to many 
parts of Manhattan itself! 


Added to the Port of Newark’s direct switching connections with 5 trunk 
line railroads, its lighterage-free waterfront facilities, and its comparatively 
low-priced industrial sites, this improved communication with the greatest 
market in the world makes it the most economical distributing point in the 
East! 


Now is the time to consider all the facts about the Port of Newark, while 
choice sites are still available on most reasonable terms. Already some of the 
nation’s leading concerns—Sears, Roebuck & Co. and the Weyerhaeuser 
Forest Products Co. among the more recent—have established plants or ware- 
houses at the Port of Newark. Confidential surveys are now under way for 
a score of others. 


Why not let us measure up the Port of Newark’s inducements for your busi- 
ness, without any obligation on your part? For complete information 
regarding terminal and storage facilities, industrial sites, or loft space in 
units of 5,000 to 50,000 sq. ft., write 


THOS. L. RAYMOND— Mayor— Newark, New Jersey 
























1130 


No. _—- Jackson Brewing Co. et al., New Orleans, La., vs. A. G. S. 
et al. ; 
Charges in violation of section 1 and long-and-short-haul 
part of section 4 of the act, on beverages, and empty returned 
beverage bottles from New Orleans, La., to Florida points, and 
from Florida points to New Orleans, respectively. Asks rates for 
future and reparation. 
No. 20221. The Barrett Co. 
hanna & Western et al. 
Unreasonable rates on coal tar oil between Edgewater, N. J., 
and Philadelphia, Pa. Asks rates for future and reparation. 


No. = yaeme Grain & Milling Co., Los Angeles, Calif., vs. Santa 
e et al. 


New York, N. Y., vs. New York, Susque- 


Greeley, Colo. Asks rates for future and reparation. 
No, 20223. Keasby & Mattison Co., Ambler, Pa., vs. A. C. L. et al. 

Unreasonable rates on lumber from Dudley Spur and other 
South Carolina points and Dunn and-other North Carolina points 
to Ambler, Pa. Asks reparation. 
20224. George C. Abell, Mineola, 
Southern et al. 

Rates in violation of sections 1, 3 and 4 of the act, on stock 
cattle and stock calves from points in Texas, Oklahoma, and 
New Mexico to points in Kansas. Asks reparation. 

No, 20225. Empire oor & Wall Tile Co., Inc., New York, N. Y., 
vs. Carolina, Clinchfield & Ohio et al. 

Unreasonable rates on tile from Penland and other points on 
c. C. & O. in North Carolina to Zanesville, O. Asks rates for 
future and reparation. 

No. 20226. Southern Wood Products Co., Atlanta, Ga., vs. 
& Blountstown et al. 

Rates in violation of sections 1, 3 and 4 of the act, on pine tar 
from Gaskins Siding, Fla., to New Haven and Naugatuck, Conn. 
Asks rates for.future and reparation. 

No. 20227. The Chemlin Co., Inc., Wilmington, Del., vs. A. C. L. et al. 

Rates in violation of sections 1 and 6 of the act, on cottonseed 
hull fiber or shavings from Columbia and other South Carolina 
points, Trenton, Tenn., and Macon, Ga., to points in Connecticut, 
Pennsylvania, New Jersey and Virginia. Asks reparation. 

No. 20228 I. E. Dunn et al., Roswell, N. M., vs. Santa Fe et al. 

Unreasonable rates on wrought steel boilers, radiator pipe, etc., 
from Kansas City, Mo., to Roswell and other New Mexico points. 
Asks rates for future and reparation. 


No. Kans., et al. vs. Abilene & 


Marianna 


No. = Aycock-Holley Lumber Co., Jacksonville, Fla., vs. A. C. L. 
et al. 
Unreasonable, discriminatory and prejudicial rates on lumber 


from Greenhead, Fla., to Jacksonville, Fla., and loaded on barge 
for shipment to Miami, Fla. Asks determination of whether traf- 
fic involved is intrastate or interstate, and if interstate, applica- 
tion of reasonable rates and reparation. 

No. 20230. The Portland Co., Portland, Me., vs. New Haven et al. 

Unreasonable rates on sea or core sand from Provincetown, 
Mass., and Harbor Junction Wharf, Providence, R. I., to Port- 
land, Me. Asks rates for future and reparation. 

No. my American Sand & Gravel Co., Chicago, Ill., vs. C. & N. W. 
et al. 

Rates in violation of sections 1, 4 and 6 of the act, on sand 
from Carpentersville and Algonquin, Ill., to Buffington, Ind. Asks 
reparation. 

No. 20232. A. E. Smith, Red Bay, Ala., vs. Illinois Central. 
Rates and charges in violation of sections 1 and 6 of the act, 


NOTE—liItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic Werld. Cancei- 
ons and postponements announced too late to show the change in 

s Docket will be noted elsewhere. 


November 14—Washington, D. C.—Examiner Way: 
Valuation No. 468—In re tentative valuation of the property of the 
Cornwall R. R. (further hearing). 


November 14—Fulton, Ky.—Examiner Sullivan: 
Finance No. 6496—Application Mobile & Ohio R. R. for authority 
| = line of railroad between Columbus and South Colum- 
us, Ky. 
November 14—Washington, D. C.—Examiners Marchand and Faris: 
Valuation No. 900—In re tentative valuation of the property of the 
D. L. & W. R. R. et al. s 
Valuation No. 890—Harlem Transfer Co. 
Valuation No. 891—Lackawanna & Montrose R. R. 
Valuation No. 899—Sussex R. R. Co. 


November 14—New York, N. Y.—Examiner Jewell: 
19863—New York Wire Cloth Co. vs. Penna. R. R. et al. 
19847—Cook, Swan & Young Corp. et al. vs. A. N. R. R. et al. 


November 14—Cumberland, Md.—Examiner Smith: 
19841—Cumberland Cement and Supply Co. vs. B. & O. R. R. et al. 


November 15—Washington, D. C.—Examiner Freeland: 
Finance No. 4644—Deficit Status of Fairport, Painesville & Eastern 
R. R. (for the taking of evidence). 


November 15—Denver, Colo.—Examiner Kettler: 
19018—Deline Manufacturing Co. vs. C. B. & Q. R. R. et al. 


November 15—Chicago, Ill.—Examiner Hagerty: 
1. & S. 2988—Cement, carloads, from Linwood, Ia., to points in IIl. 


November 15—New York, N. Y.—Examiner Jewell: 
19859—Atlantic Terra Cotta Co. et al. vs. A. & W. 
19885—Durabilt Steel Locker Co. vs. N. Y. C. R. R. 


November 15—Washington, D. C.—Examiner Hays: 

Valuation No. 1068—In re tentative valuation of the property of the 
B. & O. R. R. et al. 

Valuation No. 1071—In re B. & O. C. Term. R. R. and Lyons and 
Chicago R. R. 

Valuation No. 1014—In re Indian Creek Valley Ry. 

Valuation No. 1009—In re Staten Island Rapid Transit Ry. and 
Staten Island Ry. 

Valuation No. 997—In re Coal and Coke Ry. 

Valuation No. 961—In re Tylerdale Connecting R. R. 

Valuation No. 994—In re Little Kanawha R. R. 

Valuation No. 944—In re Belington & Northern R. R. 


Be, & BR. -et al. 
et al. 
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Unreasonable rates on dried beans from Hughson, Calif., to 
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= lumber from Red Bay, Ala., to Ridgely, Tenn. 

tion. 

No. 20234. Acme Glass Co., Inc., New York, N. Y., vs. Pennsylvania 
et al. : 

Unreasonable rates on fluxing lime or ground burned lime from 
Gibsonburg, O., to Olean, N. Y. Asks rates for future and repara- 
tion. 

No. 20234. Sub. No. 1. 
Pennsylvania et al. 

Same complaint and prayer with respect to same commodity 
from Gibsonburg, O., to Clarion and Hazelhurst, Pa. 

No. 20235. The National Fertilizer Association, Inc., Norfolk, Va., ys, 
A. C. & Y. et al. 

Unreasonable rates on fertilizer and fertilizer materials from 
every point in C. F. A. territory, including south bank Ohio River 
points, to every other point in said territory. Asks rates for 
future. 

No. 20236. Walter Erman & Co., Inc., Chicago, Ill., vs. B. & O. Chi. 
cago Terminal et al. 

Unreasonable rate on manganese steel scrap from Bucyrus, 0 
to Chicago Heights, Ill. Asks rate for future and reparation. 
No. 20238. Lawrence Plywood Corporation, Fall River, Mass., vs, 

Canadian Pacific et al. 

Rates in violation of Sections 1 and 6 of the act on lumber 
from points in New Brunswick, Canada, to Carrabasset, Me. Asks 
rates for future and reparation. 

No. 20239. The Babcock & Wilcox Co., New York, N. Y., vs. Penn- 
sylvania et al. 

Rates and charges in violation of first three sections of the act 
on steel boiler tubes from Morado, Pa., to Cleveland and Lorain, 
O. Alleges lower rates apply from Midland, Pa. Asks reasonable 
rates and reparation. 

No. 20240. Jackson Traffic Bureau, for J. F. Johnson, Jackson, Miss,, 
vs. Yazoo & Mississippi Valley. 

Rates in violation of Sections 1, 4 and 6 of the act, on stock 
cattle from Delta Point, La., to Clinton, Miss. Asks cease and 
desist order and reparation. 

No. a” Taylor Motor Co., Utah, vs. 
et al. 

Rates in violation of Sections 1 and 3 of the act, on passenger 
automobiles and parts from Detroit, Mich., to Salt Lake City. 
Asks rates and minimum weights and reparation. 

No. 20242. Morrison Supply Co., Fort Worth, Tex., vs. A. G. S. et al. 

Unreasonable rates on plumbers’ goods, iron or steel, from 
Chattanooga, Tenn., and on plumbers’ lead goods, from Joplin, 
Mo., and Granite City, Ill, to points in Texas. Asks rates for 
future and reparation. 

No. 20243. Mutual Cotton & Oil Co. et al., Phoenix, Ariz., vs. Santa 
Fe et al. 

Unreasonable rates on bags, bagging, cotton bale covering, cot- 
ton bale ties and buckles, from Wilmington and other California 
points to Yuma and other Arizona points and Mexicali, Baja Cali- 
fornia, Mexico, and from San Diego and Potash, Cal., to Brawley, 
Cal. Asks rates for future and reparation. 

No. 20244. Miller Brothers 101 Ranch et al., Ponca City, Okla., vs. 
Santa Fe et al. 

Practices, rates and charges in violation of Sections 1, 3, 4 and 
6 of the act, on stocker cattle from points in Florida and Georgia 
to points in Alabama, Tennessee, Texas, Oklahoma, Kansas, Illi- 
a Missouri and Louisiana. Asks rates for future and repara- 
tion. 


Asks repara- 


Berney Bond Glass Co., Columbus, O., ys, 
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Salt Lake City, Santa Fe 












































Valuation No. $¥y3—In re Dayton & Union R. R. 
Valuation No. 995—In re Morgantown and Kingwood R. R. 


November 16—Chicago, Ill.—Examiner Butler: s 
1 hg ee Poultry, Butter and Egg Assn. et al. vs. A. & R. 
.@ 


November 16—Oklahoma City, Okla.—Examiner Keeler: 
— City of Oklahoma City, Okla., vs. A. T. & S. F. Ry. et 


al. 
15995—-Corporation Commission of the state of Oklahoma vs. A. T. 
& S. F. Ry. et al. 


November 16—Chicago, Ill.—Examiner Hagerty: 
1. & S. 2989 and 1st Sup. Order—Combination rule of brick and re- 
lated articles in Western Trunk Line territory. ‘ 
November 16—Meridian, Miss.—Examiner Disque: 
19850—Meridian Traffic Bureau vs. C. & G. Ry. et al. 


November 16—New York, N. Y.—Examiner Jewell: 
19888—Tobacco Foil Co. vs. R. F. & P. R. R. et al. 


November 16—Washington, D. C.—Commissioners Campbell and Mc- 
Manamy and Examiners Koch and McGrath: 
1. & S. 2967—Lake Cargo Coal from Ky., Tenn., Va. and W. Va. to 
Lake Erie Ports. 
I. & S. 2975—Coal from Pennsylvania Mines to Cleveland, O., for 
trans-shipment beyond. 

November 16—Argument at Washington, D. C.: 
17128—Taylor Produce Co. et al. vs. A. C. L. R. R. et al. 
17632—Harry J. Lewis Co. et al. vs. Nfk. Sou. R. R. et al. 
1. & S. 2521—Potatoes from Southeastern and Carolina territories to 

Northern and Western points. 
17817—Chicago Gravel Co. et al., vs. A. T. & S. F. Ry. et al. 

November 17—Harrisburg, Pa.—Examiner Carney: 
19978—Standard Plate Glass Co. vs. B. & O. R. R. et al. 
18718—American Window Glass Co. vs. B. & O. R. R. et al. (further 

hearing). 

November 17—San Francisco, Calif.—Examiner Kerwin: 

Fourth Section Application No. 13201, filed by Agent Gomph. 

November 17—Newark, N. J.—Board of Public Utility Commissioners: 
Finance No. 6386—Application of New York, Susquehanna & West- 

ern R. R., for authority to abandon a branch line in Warren 
county, N. J. 

November 17—New York, N. Y.—Examiner Jewell: 
20105—Bronfman Coal Co. vs. Erie R. R. et al. 

November 17—Charleston, W. Va.—Examiner Smith: 

19589—A. Keathley vs. L. & N. R. R. et al. 
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Chicago’s and Kansas City’s 


MERCHANDISE STORAGE and Merchandise _ ies ivan warehouses gnoust® 


POOL CAR DISTRIBUTION 


Warehouse Located in Heart of Railread District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


689 South Front Street, MEMPHIS, TENN. 


k Shordyectirabine MUSKOGEE, OKLAHOMA 
lac) was where 
Jar ~eac a 2 Fireproof Warehouses 
WAREHOUSES on ise col then sala Merchandise and Household Goods Stored 
DECATUR, ILLINOIS = Cx:caco or Sr Lous: Pool Cars Distributed — Railroad Siding. 


DISTRIBUTION 4~° WAREHOUSING MUSKOGEE TRANSFER & STORAGE CO. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 










Pool Car 
2000 Cerload §=Distribution 




















MEMBERS AWA. O.WA 









TERMINAL 


BU/ILOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DiSTRIBUTING 


DENVER, COLORADO 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for infermation and rates 
1700 Sixteenth Street, DENVER, COLORADO 
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JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL STREET 


76 YEARS’ EXPERIENCE 
Teaming — Motor Trucking — Carload Distribution 


Route Your Shipments Care of 


Great Lakes 
Transit Corporation 


R. Pes =e : 21 freight steamers—unequaled 
a refrigerator service—attractive 
savings under all rail. 


WAREHOUSE 
“‘Service That Will Satisfy’’ 


THE MERCHANDISE STORAGE CO. 
U. 8. BONDED 


COLUMBUS, OHIO 


Routes extending from coast to coast in connection with 
T. rail lines. 


Also unexcelled passenger service: Steamers JUNIATA, 
OCTORARA and TIONESTA between Buffalo, N. Y., and 
Duluth, Minn., and intermediate ports. 


Communicate with us regarding rates and fares 
223 Erie Street, Buffalo, N. Y. 


GERMAN RAILROAD 


FREE FREIGHT RATE SERVICE 


The German Railroad Company of Germany has established a 
free freight rate bureau for the convenience of 
American Import and Export shippers 









OKLAHOMA CITY, OKLA. 
ne 


FREE 
SWITCHING 


LOW 
INSURANCE 
RATES 





























Freight Rates Farnished To, From and Through 
Germany and To Ceatral Europe Free of Cost 
APPLY TO 


GERMAN RAILROAD COMPANY 


Freight Information Office 
HANS ENGEL, General American Representative 


11 Broadway, NEW YORK, N. Y. 
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GENERAL WAREHOUSING AND DISTRIBUTION. NEGOTIABLE 
WAREHOUSE RECEIPTS. MOTOR TRUCK AND TEAM SERVICE 
0. K. TRANSFER & STORAGE CO. 
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November 17—Chicago, Ill.—Examiner yg 
19912—Armour & Co. (Ill.) et al. vs. A. T. & S. F. Ry. et al. 


November 17—Pueblo, Colo.—Examiner Kettler: 
19989—The Jewell Co., Inc., vs. Mo. Pac. R. R. et al. 


November 17—St. Joseph, Mo. —Examiner Steer: 
Mueller-Keller Candy Co. et al. vs. A. T. & S. F. Ry. et al. 


November 17—Argument at Washington, D. C.: 
14778—City of Los Angeles vs. Los Angeles and Salt Lake et al. 
Finance No. 3556—Application of the Southern Pacific Co. and 
ac Pacific R. R. for certificate of public convenience and 
necessity. 


November 17—Washington, D. C.—Examiner Johnston: 
Valuation No. 1070—In re tentative valuation of the property of 
the Grand River Valley Ry. 


November 18—New Orleans, La.—Examiner Disque: 
20061—The Southern Cotton Oil Co. vs. A. =. S. R. R. et al. 


November 18—Chicago, Ill—Examiner Hagerty 
= (and Sub. 1)—Armour & Co. (Ill.) et an ve A. Tee & FZ. 


al. 
20122 Albert Lea Packing Co. et al. vs. A. T. & S. F. Ry. et al. 


November 18—Pueblo, Colo.—Examiner Kettler: 
1. & S. 2970—Dried beans and other vegetables from Wyoming points 
to interstate destinations. 
20027—-The Trinidad Bean & Elevator Co. vs. C. B. & Q. R. R. 


November 18—Omaha, Neb.—Examiner Steer: 
1. & S. 2962 (and lst and 2nd supplements)—Routing lumber from 
Blytheville, Leachville and Arkansas Southern R. R. station to 
Western pts. 


November 18—Argument at ae, dD. C3 
17468—Philip Carey Co. et al. vs. T. & S. F. Ry. et al. 
er of the ER Apple Shippers Assn. et al. 
rie eta 
17573—Charles A. Krause Milling Co. vs. B. & O. R. R. et al. 


November 18—New York, N. Y.—Examiner Jewell: 
20123—United States Bung Mfg. Co. vs. B. & O. R. R. et al. 
20140—Luzerne Paper Corp. vs. N. Y. N. H. & H. R. R. et al. 
November 18—Oklahoma-City, Okla.—Commissioner Woodlock»and/or 
Examiner Mattingly: 
17000—Rate Structure Investigation, Part 3, Cotton. 
18390 (and Sub. Nos. 1 to 10, inclusive)—Arkansas Cotton Growers’ 
Co-operative Association vs. A. & R. R. R. et al. 
18570—Mississippi Railroad Commission et al. vs. A. & R. R. R. et al. 
18883 (and Sub. 1)—M. H. Reed & Co. vs. A. & S. Ry. et al. 
18932—Corporation Commission of Oklahoma vs. A. T. & S. F. Ry. 


et al. 
19180—California-Arizona Cotton Association vs. A. T. & S. WF. Ry. 


et al. 
19211—State Docks Commission vs. Southern Ry. et al. 


November 18—Washington, D. C.—Examiner Howell: 
19995—-Newport News Shipbuilding & Dry Dock Co. vs. B. & O. 


R. R. et al. 
November 19—Argument at Washington, D. Ce ew 
eye = Power Co. et al. vs. N. Ry. 


1. & S. 2912—Crushed Stone for Gibsonburg, Srapie Grove and Wood- 
ville, O., to Detroit, Mich. 

|. & S. 2924—Import and coastwise rates on sugar from New Orleans 
to Oklahoma, 

1. & S. 2891 (and ist supplement)—Sugar import and coastwise, from 
Texas Gulf ports to O oma. 


November 19—Easton, Pa.—Examiner Smith: 
19810—Individual Drinking Cup Co., Inc., vs. A. C. & Y. Ry. et al. 


November 19—Cincinnati, O.—Examiner Smith: 
“a Cincinnati Builders’ Supply Co. et al. vs. B. & O. R. R. 
et al. 


November 21—Washington, D. C.—Assistant Director Burnside: 

* Finance No. 1165—In the Matter of the Application of the New York 
Central R. R. for authority to acquire control of the Chicago 
River & Indiana R. R. and Chicago Junction Ry. 

seventies 21—Mobile, Ala.—Examiner Disque: 

. & S. 2987—Switching at points on Columbus & Greenville Ry. and 
* Mobile & Ohio R. R. 
November 21—Watertown, N. Y.—Examiner Smith: 
bar es Sub. 1)—The St. Regis Paper Co. vs. A. T. & S. F. Ry. 
et al. 
19692—Taggart Bros. Co., Inc., vs. A. T. & S. F. Ry. et al. 
19703—The St. Regis Paper Co. vs. A. A. R. R. et al. 


November 21—New York, N. Y.—Examiner Jewell: 
19836—Hills Brothers Co. of Florida vs. A. C. L. R. R. et al. 
November 21—Cincinnati, O.—Examiner Smith: 
20079—The Newport Rolling Mill Co. vs. A. T. & S. F. Ry. et al. 
November 21—Washington, D. C.—Examiner Howell: 
16166—Cumberland Cedar Works et al. vs. N. C. & St. L. Ry. et al. 
16792—American Lead Pencil Co. vs. Erie R. R. et al. 
16905—F.. & O. Cedar Works, Ltd., vs. Penna. R. R. et al. 
19793—Gulf Red Cedar Co. vs. N. Cc. & St. L. Ry. et al. 
20017—American Lead Pencil Co. et al. vs. A. C. L. R. R. et al. 


November 21—Roswell, N. M.—Examiner Kettler: 


19853—Artesia Alfalfa Growers’ Assn. et al. vs. A. T. & S. F. Ry. 


et al. 


November 21—Chicago, Ill.—Examiner Hagerty: 
19966—Swift & Co. vs. A. T. & S. F. Ry. et al. 
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November 21—San Francisco, Calif.—Examiner Kerwin: 
19595 (and Sub. 1)—Atlantic Fish Co. et al. vs. ag Natl. a et al. 
19990—-George Russell Reed Co. vs. A. T. & S. F. Ry. et al. 


November 21—St. Louis, Mo.—Examiner Steer: 

= on Sub. 1)—Tidal Refining Co. et al. vs. A. T. & S. F. Ry, 
et al. 

15620—-The Carter Oil Co. vs. A. T. & S. F. Ry. et al. 

16803—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 

19608—Skelly Oil Co, vs. A. T. & S. F. Ry. et al. 

19829—The Carter Oil Co. vs. A. T. & S. F. Ry. et al. 

— Carter Oil Co. vs. A. T. & S. F. Ry. et al. (further hear. 
ng). 


November 21—Argument at Washington, D. C.: 

Valuation No. 142—In re tentative valuation of the property of St. 
Louis Southwestern Ry. et al. 

Valuation No. 121—In re tentative valuation of the property of the 
Pine Bluff Arkansas River Ry. 

Valuation No. 129—In re Shreveport Bridge & Terminal Co. 

Valuation No. 132—In re St. Louis Southwestern Ry. of Texas et al, 

Valuation No. 136—In re Dallas Terminal Ry. & Union Depot Co. 

18267—Wisconsin Lime & Cement Co. vs. A. T. & S. F. Ry. 

17906—National Canners Assn. et al. vs. A. A. R. R. et al. 

19080—North Shore Material Co. et al. vs. C. M. & St. P. Ry. et al. 

16747 (and Sub. No. 1)—Geo. W. Pyott Sand & Gravel Co. et al 
vs. Santa Fe et al. 


November 22—Pittsburgh, Pa.—Examiner Carney: 
20039—National Mortar & Supply Co. vs. A. A. R. R. et al. 


November 22—New York, N. Y.—Examiner Jewell: 
20060—The Best Foods, inc., va. A. T. & S&S. FP. Ry. et al. 


November 22—Mobile, Ala.—Examiner Disque: 
20057—Alabama, Tennessee & Northern R. R. vs. Southern Ry. et al. 


November 22—San Francisco, Calif.—Examiner Kerwin: 
1. & S. 2983 (Ist and 2nd supplements)Cancellation Transcontinental 
aoe and Commodity Rates to and from Florida. (Further hear- 
ng. 


November 22—Roswell, N. M.—Examiner Kettler: 
19830—Joyce Pruit Co. vs. A. T. & S. F. Ry. et al. 


November 22—Argument at Washington, D. C.: 

18208 (and Sub. Nos. 1 = 5, incl. )—Oklahoma Portland Cement Co. 
vs. M. K. T. R. R. et al. 

18418 (and Sub. 1)—Manviille Jenckes Co. vs. A. C. & Y. Ry. et al. 

at stony 8 Verde Copper Co. et al. vs. A. T. & S. F. Ry. et al. 

i x eee , . Barker Produce Company et al vs. Arizona Eastern 

et a 

Valuation No. 921—In re Tentative valuation of the property of the 
South Buffalo Ry. 

Valuation No. 893—In re tentative valuation of the property of the 
New Orleans Public Belt R. R. 

November 22—Watertown, N. Y.—Examiner Smith: 

ee Sulphite Pulp & Paper Co. et al. vs. N. Y. C. R. R. 
et al. 

November 23—Pittsburgh, Pa.—Public Service Commission of Pa.: 

* Finance No. 6536—Application of Pittsburgh and West Virginia Ry. 
for authority to acquire the franchises and property, rights and 
credits of the West Side Belt R. R. and to assume certain in- 
debtedness. 

November 23—Indianapolis, Ind.—Examiner Smith: 

19665—Alexandria Paper Co. vs. A. T. & S. F. Ry. et al. 


November 23—Pittsburgh, Pa.—Examiner Carney: 
18368—National Tube Co. vs. Director General, as agent. 
November 23—Chicago, Ill.—Examiner Hagerty: 
19856—Poehlmann Brothers Co vs. L. & N. R. R. et al. 
November 23—New York, N. Y.—Examiner Jewell: 
20001—-Arthur Delapierre, Inc., vs. A. & S. R. R. et al. 
November 23—Mobile, Ala.—Examiner Disque: 
19877—Cotton Mill Products Co. vs. A. G. S. R. R. et al. 
November 23—Argument at Washington, D. C.: 
18398—Elliott Jones & Co., Inc., vs. A. & W. P. R. R. et al. 
19214—Westchester Lighting Co. vs. N. Y. N. H. & H. R. R. 
19075—Bakelite Corp. vs. Penna. R. R. 
a es = Valley Lumber Co. vs. Strouds Creek & Muddlety 
eta 
Valuation No. 961—In re tentative valuation of the property of the 
Kansas City Terminal Ry. 


November 23—Washington, D. C.—Examiner Walter: 
Valuation No. 1056—In re tentative valuation of the property of 
Richmond Belt Ry. 
November 25—San Francisco, Calif.—Examiner Kerwin: 
1. & S. 2998—Imported walnuts, from North Pacific Coast Ports to 
Eastern points, Transcontinental. 
November 25—Indianapolis, Ind.—Examiner Smith: 
15341—C. F. Carpenter vs. Cent. Vt. Ry. et al. (further hearing). 
November 25—Chicago, Ill—Examiner Hagerty: 
19977—R. E. Funsten Co. et al. vs. A. T. & S. F. Ry. et al. 


November 25—Clovis, N. M.—Examiner Kettler: 
19968—Burdick Mercantile Co. vs. G. C. & S. F. Ry. et al. 


November 25—Argument at Washington, D. C.: 
19273—Amalgamated Leather Co., Inc., vs. C. R. R. of N. J. et al. 
18924—The New River Coal Operators Assn. vs. C. & O. Ry. et al. 
18873—Cheney Brothers, Inc., et al., vs. South Manchester R. R. et al. 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
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THOMAS E. GRADY & CO., INC. 
Industrial Traffic Managers 


and Counselors 
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RUBIN & SEFF 


Commerce Attorneys 
Interstate and State Commissions 
160 Nassau St., NEW YORK, N.Y. 


LEO C. SEFF 


LEONARD’S GUIDE 


Freight —Express—Parcel Post 
Rates and Routing 


G. R. LEONARD & CO. 
15 East 26th St., New York. 155 No. Clark St., Chicago 

















EDITORIAL 


CURRENT ~ 


DECISIONS 
Coal, a! 
gover? 
Iron and 
land; | 
Canned 
sectio1 
(mime 
Nationa’ 
press 
Prentice 
Co., V 
graph 
Clayton 
18277; 
Granite 
I. anc 
Live st 
India! 
vu. 8. C 
graph 
Underv 
lumb' 
Nichols 
case 
Passen 
17876 
Coldwe 
mow 
Ameri 
(min 
Barke! 
(min 
Delan 
(mit 
Benne 
and 
Jeffre: 
insu 
Noon 
tato 
Pendl 
1648 
Atlas 
1741 
Ferer 
scr 
Elk F 
coa 
Lehr 
ber 
Fore 
185 
Ti. F 
(m 
Crov 
pit 
Hou 
ca 
Call 
et 


PROPO 
N. 1. T 


MEETI 
RAILW 


HOOV! 
LOSS | 
MISCE 
SHIPP 
OCEA' 
FREI 
QUES 
NEW 
PERS 
DOocr 


TH 
wa 


MILI 
Pho 






No. 20 


et al. 


hear. 


of St. 


f the 


et al, 
Co. 


t al. 
t al 


t al, 


ntal 
ear- 


Co. 


ern 
the 
the 


Ry. 
nd 
in- 





November 19, 1927 


etyeteneberetstoreni SEE OOO OOOO 
SR RO SS as SESS SE EO 


TABLE OF CONTENTS 


EDITORIAL. oc cccccecvcccesccdccrcccenccccesereetesecsevoreesessoes 1139 
CURRENT TOPICS IN WASHINGTON.................... ce ee eens 1143 


DECISIONS OF THE COMMISSION: 


Coal, anthracite; rates, charges, regulations, and oa 
governing transportation nt case 15006 (mimeographed) . . 1145 
Iron — steel articles, L. mi between points in New Eng- 
land; I. and S. 2906 tiattiee ES ee > 1145 
Canned goods, carloads, from Pacific coast points to middle 
section of U. §.; I. and 8. 2909; fourth section ap. 13102 
CIID 0:60 0' voc vivtbagieteaweebes tec i¥ ence Vecbne eitenes 1145 
National Assn. of Ice Cream Manufacturers vs. Am. Ex- 
press et 2 case 18060; ice cream mix Se sc aia 1146 
Prentice, E. W., doing business as Phoenix Desk and Chair 
Co., v8. S. P.’et al.; case 17376; desks and tables (mimeo- 


RN: a5 .cuarabiiowewenieovelars REE FES Bey 5; BOE RACE ay 114 
Clayton- urnan Livestock Co. vs. C. B. and Q. et al.; case 
18277; cattle and hogs (mimeographed) ......osx..seeeecesees 1146 
Granite stone and marble, —— in New Engiana territory: 
I. and 8. 2907 a ae tities bk eines Helont-« oa ana athe 465 oe 1146 
Live ak from Texas ts = Cincinnati, Louisville, and 
Indianapolis; I. and 8S. 2919 ((mimeogra he a) 3h RS a a. 1146 
U. 8. Can Co. vs. A. and V. et al.; case 17083; tin cans (mimeo- 
| Re A oe Pere SAA rere ee rere ae 114 
Underwood Lumber Corp. vs. Cent. of Ge. * al.; case 18881; 
Se IED. 56: 6:5:6-9 0160-6 anit K0-s)a-0 ain. 0 weeeineiaig'e'6 ee. e-ob'e 1147 
Nichols Wire, Sheet and Hardware Co. vs. T. and P. et al. s 
case 18822; prepared roofing (mimeographed)...........+..++ "1147 
Passenger service, Twin Cities and he of the lakes; case 
IED 16555 6.005 0:0:0.00000.009.00.80 00 S00 b00g od 000s 1147 
Coldwell Lawn Mower Co. vs. N. Y. C. et ‘al; case 18103; lawn 
mower handles (mimeographed) ......ceccsencserscncsscsceces 1147 
American Foundry Co. vs. P. R. R.; case 18634; ground coal 
IEE, «16.6. cicc8 Giieletne hechans eben aieeeisia'b cuinaee at. Sree wee 1147 
Barker Bros., Inc., vs. Mich. Cent. et al.; case 18459; gas ranges 
(mimeographed) ESR RRIRE RRS At Pisa erteaniet fi se YA en RESET 1147 
Delano, W. J., vs. St. L.-S. F. et al.; case 18784; mine timbers 
(mimeographed) pistes ania dasciinled aiklbcthig ihe wiles cinteletae tate oakeRaten 1147 
Bennett, Feteussey J., v8. Mich. Cent. et al.; case 18845; beans 
and mixing rule (mimeographed ea Sere oe e Ane tee 
Jeffrey-DeWitt Insulator Co. vs. B. and O. et al.; case 18415; 
insulators eo ETE, PE or eee ae ee eee ee Pe 1 
Nooney, J., and Co., Inc., vs. P. R. R. et al.; case 17262; po- 
tatoes (mimeographed) ebihigath oe Ngee Kaeo as ocean eelege see's 114 
Pendleton y Gilkey et al. vs. M. R. L. and M. et al; case 
16485, Sub. 1; cedar Sg Coenpopragnee) pale sa<ae <@:s-4\ olin Seaeoetes 1147 
Atlas Iron.and Metal Co. et al. vs. T. and S. F. et al.; case 
17455; scrap brass and copper Snihibacameaeunas ans Maen earkeia 114 
Ferer, ‘Aaron, and Sons vs. C. B. and Q. et al.; case 18143; 
scrap and brass copper SS EE "1148 
Elk River Coal and Lumber Co. vs. B. and O. et al.; case 17094; 
Coal (MiIMEOSraPhed) ......cescccccvscvccccccccccsssccsssceses 1148 
Lehr Lumber Co. vs. R. R. and G. et al.; case 18991; lum- 
Der (MIMEOMrTAPheEed) 2... .ccscccccccccccccccscsscccccscsscsecs 
Forcum James Lumber and Cooperage Co. vs. Ill. Cent.; case 
18592; sand and gravel (mimeographed)............-+++++e+- 1148 
Il. Powder Mfg. Co. vs. Big Four et al.; case 18930; ones 
CEAIDOGMTADNOE) oe ccccicccecevacioscocccccecvesuatsceresboeee 1148 
= Willamette. Paper Co. vs. N. P. et al.; case 18232; wrap- 
r and paper bags (mimeographed)..........+.....- 
pone 2 acking Co. vs. A. T. and S. F. et al.; case 15670; 
cattle and hogs (mimeographed) i OLE TE SEE SEIS NE 1148 
California Growers’ and Shippers’ Protective League vs. S. P. 
et al.; case 19130; deciduous fruits (mimeographed)........... 1148 
PROPOSED REPORTS IN 1. C. C. CASES........ cece eee ee eee ceeeee 1149 
Be a Fe NG db essed se Ski eeainin. bop wis c Ro oo 0.5 4c a beee a4 Ooitees 1159 
MEETING OF RAIL ORGANIZATIONS. .......-.cceceeeerececeeees 1166 
RAILWAY BUSINESS ASSOCIATION........... cece ceccceeeenees 1167 
HOG MET ORR WAT IUCR Gs ogc cee cect hoccectccsecetecoeccseteeewe 1173 
LOSS AND DAMAGE DECIGIONS.......cccccccccccccveccccscccccions 1175 
MISCELLANEOUS TRAFFIC DECISIONS...........ccccecceeveces 1175 
SHIPPING DECISIONS ............eesetereceees beccicli sala bereueie out wena 1175 
OCHA. BEIPPING MMW... o5os ci8 rl 5 eco ie eter eees cowed’ 1176 
FREIGHT RATES (Article No. 12)—By G. Lloyd Wilson......... 1179 
QUESTIONS AMD -AMNGW IGS ii. ae cise cc ce reisicceccvcvicescnesesocge 1184 
NEW GCOMPLAINTSG, ono cvcconrosnsrecnemecearscepsevcceneacepegace 1192 
PERSONAL NEWS AND NOTES. oo. on icc cS ccc cece ctcecrceccces 1198 
CONCH. OR TEA. COPING o.oo none cc eee ccccccesccgeciciceseccewe 1200 


THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 &. MARKET STREET 
Phone, Main 3840 ae ae 8635 






: Big 5 ee 





Rie 


THE TRAFFIC WORLD 






“The Shipping 
That Is Different”’ 





ONWARD! 


There is no turning back in 
business. Every concern is 
measured by its progress. 
Trans - Continental Freight’s 
extra service often has made 
difference of thousands of 
dollars a year to shippers and 
speeded their success. 


Twenty-nine years’ experience 
enables Trans-Continental to 
provide economical shipping, 
promptness of delivery, ex- 
pertness in handling and free- 
dom from damage. In addi- 
tion, that personal attention 
to your individual need 
makes Trans - Continental 
Freight forwarding better and 
different. 


Ask our nearest branch 


Trans-Continental Freight Co:., 


General Offices: 7 So. Dearborn Street, Chicago : 
Eastern Offices: 393 Seventh Ave., New York City ’ 


BRANCH OFFICES 


Bosten, Mass. Minneapolis, Minn. “ty 
Buffalo, N. Y. Philadelphia, Pa. ; 
Cincinnati, Ohio Portland, Ore. } 
Cleveland, Ohio St. Paul, Minn. ‘ 
Denver, Cole. Salt Lake City, Utah 

Detroit, Mich. San Francisco, Cal. 

Los Angeles, Cal. Seattle, Wash. 


Consolidators of Machinery, Merchan- 
dise, Household Goods, Automobiles, 
ete., for more than 29 years. 
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The Chain of Tidewater Terminals 
and 
Allied Inland Warehouses 
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BOSTON 


BOSTON TIDEWATER TERMINAL, Ine. 
J. M. Heffman, V. P. & Gen’l Mgr. 
666 Summer St., Beston 
Adequate, modern dockage facilities, direct 
rail connection all railroads — direct dis- 
charge ship to cars and cars to ship—storage 
direet from ship —no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 





















ATLANTIC TIDEWATER TERMINALS 
W. Green, V. P. & Gen’l Mgr. 
17 State St.. New York 
Two modern fireproof double-decked piers, 1820 ft. 
long, 150 ft. wide—located foot 658th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and jf 
undocking, faster arrival and departure. Best laber | 
conditions—Faster loading and discharging—Lese 
stevedoring costs. No lighter or barge detentions— 


No long trucking—No piling—Maxi- 
roof sterage di- | 
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PHILADELPHIA 
MERCHANTS WAREHOUSE CO., 
10 Chestnut St., Philadelphia, Pa. 

Snowden Henry, Supt. 
Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
. R. R. sidi Larg- 


OF BUFFALO,N.Y. 





KEYSTONE WAREHOUS 
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PHILADELPHIA 
PHILADELPHIA TIDEWATER 
TERMINAL 


G. M. Richardsen, Gen. Mgr. and 
Treasurer 
10 Chestnat St., Philadelphia 


i Berths for 15 largest ocean cargo carriers 
} —2 reinforced concrete and steel fireproof 

warehouses—over one million sq. ft. covered 
] storage space available — Lowest insurance 
} rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 

erage — Railroad storage yard 500-car ca- 
ty — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 


















NORFOLK TIDEWATER 
2. ae INC. 

e 00) Manager, 
Nerfelk, Va. 
Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economicat 
handling, all classes of cargo— Forty 
acres open storage space for lumber, metals 
and ores. No lighterage. Served by Nor- 
folk’s eight Trunk Lines. 















° e The above means great money saving to you. Read carefully —then direct 
Sh ippers: your freight to be delivered to these splendid terminals, and warehouses. 


All structures are concrete and steel, completely — protected, affording greatest safety 
and security with lowest possible insurance rates. Our Single Unit Policy of adm tion under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 

Write or telephone the company nearest to you and our rates and arrangements will be promptly 

together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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Double-Reduction 
| Drive Models 


Among the advantages in 
this modern design is the 


increased efficiency result- 
ing from the greater tooth 
surface. Other advantages 
are reduction of wear—evi- 
denced by a remarkable 
quietness—and unusual 
accessibility. The perform- 
ance of the heavy-duty In- 
ternationals is due to such 
developments in Interna- 
tional design, the fruit of 
23 years’ automotive expe- 
rience. 








TRAFFIC 


Building Roads and Reputation 


HOUSANDS of rugged Inter- 

nationals are working at the 
mighty job of road making in 
every state in the Union — and 
over the world. 

The government of Quebec is 
using a fleet of Internationals to 
blaze a highway through the virgin 
wilds of the Gaspé Peninsula. The 
Peruvian government has 54 
Heavy-Duty Internationals on the 
great Olmus Project in the moun- 
tains of Peru. 

Internationals are owned by 
hundreds of cities for street main- 
tenance and public works. At the 
head of the list is New York City, 


WORLD 





using fleets of them in eighteen De- 
partments and Boroughs. Another 
fleet of 40 is helping to build the 
city’s new subways through solid 
rock, and working under difficul- 
ties that try out and prove every 
truck quality. 

International Harvester builds 
five sturdy models for heavy haul- 
ing—two sizes with double-reduc- 
tion-gear drive for 244 and 344-ton 
loads, and three with chain drive 
for 244, 3% and 5-ton loads. What- 
ever your hauling problems or 
your type of load, ample evidence 
is at hand to show you how well 
International Trucks will serve you. 


Besides Heavy Duty Trucks the International line includes eight types of Speed Trucks, 4 and 6- 
cylinder, for 1%, 1%, and 2-ton loads; and the sturdy %-ton Special Delivery truck. Sold and serviced 
through 154 Harvester Branches in the United States and Canada, with adequate representation in 
foreign countries. Folders will be sent on request, and the trucks are on view at the nearest display room. 


INTERNATIONAL HARVESTER COMPANY 


OF AMERICA 


606 SO. MICHIGAN AVE, (mNcorPporateD) 


CHICAGO, ILL. 


| | INTERNATIONAL TRUCKS, 
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Gulf-Pacific Coast Cargo Service 








CHICAGO BIRMINGHAM 
Harry Rogers H. B. Rox 
918 Straus Bldg. 201 Brokers Bldg. 


Phone Wabash 6822 Phone 4-4362 


St 
W 


MODERN ALL-STEEL SHIPS 


Between-Deck Stowage 


Fortnightly Sailings 
A Dependable Company 





ST. LOUIS MOBILE 
Irving H. Heller Munson §.S. Lines 
1204 Pierce Bldg. Pier 8, M. & O. Docks 
GArfield 0390 Ph 4097 
7 NEW ORLEANS iat 
Lykes Bros. [ 


925 Whitney Bldg. 
Phone MAin 4321 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CO. 


SAN FRANCISCO OAKLAND LOS ANGELES 
900 Matson Bldg. Lawrence Terminal 1110 Lane Mortgage Bldg. 
215 Market St. 1 Jefferson St. 208 West Eighth St. 
. a * e 
Finkbine-Guild Transportation Co. 
E. L. THROGMORTON P. A. JORDAN 
Acting Manager General Offices: Asst. Traffic Manager 





GULFPORT, MISSISSIPPI 


GENERAL OFFICES WILL BE LOCATED IN NEW ORLEANS DECEMBER 1, 1927 
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Great Northern 


“A Dependable Railway” 


---A Reputation Justly Earned Because Its Speedy and 
Dependable Freight and Passenger Service Between 


St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland, Seattle, 
Tacoma and Intermediate Points 


is made possible by competent crews 
operating First-Class Equipment, Perfect 
Roadbed, Automatic Electric Block Sig- 
nals, Modern Motive Power, Including 
Oil-Burning and Most Powerful Motor 
Generator Electric Locomotives. 


Route of the 


New Oriental Limited 


A train of extra quality but no extra fare 


Daily between Chicago and the Pacific Northwest 





G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 
H. G. Dow M. J. Costello 
Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 


T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 


Great Northern Railway 
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SOUTHERN PACIFIC LINES 








































te ® - 
2 = is if er S 
z a amg @ OFF LINEAGENGIES ED Be 
& we eZ 
af i se @ GATEWAYS 7 Fe 
= = PS 
<T--| vs 
° EH FE Awe 
Se a is @ E E 
Ne u e 
a4 ae ool -* Vol. X 
ase S — 
Zi § E. F. HAD 
® ® H. A. PAL 
® ® 
Ee B. J. HAD 
° 
: stiovis® ez re 
a OS ao 8 The Toa 
a 8 ‘ one re 
“to each 8 v 
Ess A 
634 x ‘ @atienta = N 
Eg Ou pining” N 
fa <2 ® z F The Team 
a nt OLE rc) . 
® @ plz y> onLEAM z 
sete While i 
| pfurFi8S CPNO AST pris —— a a = a ° 
- Far Ncallen | QeorPringen @ ® 
° » Q, Ona ville 
a -) wonterred @y Brow -_ at “4 
| YE 
Be Ss YES Where to reach them R< = ONE OI 
Bees Teplt a a an REE 
am ae “2S SINGLE 
o a aA a 
® ® ane 
Fe] zs 418-431 
‘ oue a , 
: a = 
§ " 
* i=] Ss 2 > J 
As we “ 4 “ 4 
5s Z5 ‘ ’ 
Ba 23 ® ® Natio 
zs <B ~ Oo k 
fa Ban ot we wee 
be d® oF : critic’ 
SSG,E Be ea eae 
<3 <i am 2S its in 
esck s Be 
ma a Eue own 
Oo O° =. a A 
®@ @ "> 8 its OV 
“ Com1 
z ® ® corre 
2 3 = 24 did 1 
3 5 a . Leatal 
a4 = = 2 aa egis 
Ss ze ab BS tion 
E : 6s gf 3 the s 
a ge ee with 
® ® e the | 
: ® ® 
33 CHARMING VISTA, PASADENA, CALIF. Bek foot 
_ +S be 
<0 _ ITH ideal weather conditions throughout have contributed to the social and cultural de- ras cal have 
a a the year Pasadena is famed the world velopment of Pasadena are the California Insti- saGe thre: 
Sez a yinter and summer resort tute of Technology, Mt. Wilson Solar Observatory, Ee=a-4] 
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